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Floating a 523-ft. Bridge Span. 

Last Tuesday the main channel span of the Ohio River 
bridge of the Ohio Connecting Railway near Pittsburgh 
was placed on its piers. This span is 523 ft. long, 65 ft. 
deep and weighs about 1,000 tons. The bottom chord is 
75 ft. above the water level, making the total height of 
the structure 140 ft. 


This structure was erected along shore and floated out 
and dropped into place,no false works of any kind being 
used between the piers. The total mass floated, includ- 
ing bridge span, false work and barges, weighed a little 
less than 2,000 tons, perhaps 1,800. 

The actual operation from the time the blocking was 
knocked from under the false works, leaving them clear 
of the piles, to the time when the span rested on its seat 
on the piers, occupied about 11 hours. The boldness and 
magnitude of this work, the simplicity of the means 
used, and the celerity and economy with which it was 
carried out make it one of those deeds for which Ameri- 
can engineers are famous and of which they may all be 
proud. 


In the Railroad Gazette of June 20, 1890, the location 
and the superstructure of the Ohio Connecting bridge 
were described. It will be remembered that the main 
span is over the channel north of Brunot’s Island. A 
dam below the island makes slack water in this channel 
except in times of freshet. The conditions which led to 
the plan of erecting the bridge without obstructing the 
channel are common to all parts of the Ohio 
River, but the plan here adopted could be used only 
when a uniform stage of water can be relied upon to 
float the work at a practically uniform height and with- 
out grounding. The immense coal traffic of the Ohio is 
carried on by great tows of barges. These tows accu- 
mulate until a proper stage of water is reached, and 
then are rushed down the river. It is not only neces- 
sary to leave a free channel for them, but when they are 
going down in great numbers they become extremely 
dangerous to any temporary structures in the 
channel. In the case of the Ohio Connecting 
bridge several expedients were suggested for avoiding 
these difficulties and dangers. The most promising one 
was to build crib piers, to carry Howe trusses, on which 
to erect the span; but when this was carefully studied 
it was decided that it would still restrict the channel 
too much and at best would be expensive. Eventually 
this plan was abandoned for the one adopted, which 
will now be briefly described. We shall in an early 
issue give illustrations of the falsework and of various 
stages in the operation of erecting and floating the 
span. 

Along the shore of the island, beginning about 
500 ft. below the bridge site, where a _ certain 
depth of water could be relied upon, piles were 
driven in bents to make the usual sub-staging. 
There were five piles in each bent, and the bents 
were placed under the panel points of the span. The 
piles were cut off 16 ft. above the pool datum (mean 
water level). On the piling a,trestle was erected about 
57 ft. high, making the top of «the trestle 73 ft. above 
the water. The base ofthe rail is 79 ft. 734 in. above 
pool datum, The trestle was much battered, the spread 
being 32 ft. at the top and 80 ft. at the bottom. Each 
bent had five posts, corresponding to the piles below. 
These bents were 26 ft, 134 in. apart. The posts were of 
12-in, x 12-in. timber, Each alternate bay of the pile 


sub-staging was spanned by 20-in. iron I-beams, in pairs. 
Five pairs of I-beams were used for each bay, a pair of 
them over each pair of piles. On these I-beams the 
trestle was carried, and on the trestle the span was 
erected in the usual way. When the _ span 
was erected it was floated by means of coal 
barges run in between the pile bents, a barge being 
placed in each alternate bay under the I-beams. These 
barges were 26 ft. by 130 ft. and about 8 ft. deep. Stag- 
ings were built in these barges to carry the falsework. 
When the time came to float the structure water was 
pumped out of the coal barges until they raised the I- 
beams supporting the trestle clear of the piles. Then the 
falseworks and span were carried on nine barges draw- 
ing about 27 in. of water, and it only remained to haul 


| the barges out into the stream clear of the piles, turn 


the mass parallel with the axis of the bridge, and tow it 
into position between the piers. This was successfully 
accomplished last Tuesday. 

The structure was lifted ciear of the piles and began 
to move out at 8:50a.m. At11:15it was in the stream 
and stopped long enough to put in bracing between the 
barges. Before the start was made stringers had been 
put in from barge to barge across the bows. When they 
cleared the piles other stringers were put in across the 
sterns; and between the barges at the ends of the struc- 
ture intermediate stringers were placed. The trestle 
had already been well braced in all directions, a very 
substantial system of diagonal bracing being placed at 
the foot of the trestle. Additional rigidity was secured 
longitudinally by the use of iron tie rods. 


The mass was moved by winding engines located on 
two barges made fast to the barges supporting the 
structure at each end, which hauled in lines carried to 
shore or to piles in the stream. Progress was very slow, 
for the lines had to be often shifted, as the position of 
the structure changed, and, of course, no body of men 
can have enough practice in this kind of work to become 
very skillful at it. Precautions were taken also to keep 
out back lines to control the motion of the mass in every 
direction. Fortunately but little wind was blowing and 
there was no difficulty in handling the structure. 

At7 p. m. the south end of the span was in position 
over its seat, and about 20 minutes later the north end 
was in position. At this time the span floated about 
26 in. above the top of the pier. Plugs were then taken 
out of the barges to admit water, and the span settled 
slowly to its bearings. Bars inserted in the anchor-bolt 
hoies served to guide the shoes to their final position. 

The trusses were not originally designed to be erected 
in this way, but when this plan was adopted no change 
in design was made. Temporary wooden struts were 
put in at the sub-system panel points (midway between 
main panel points) as the trestle bents were spaced to 
come below these as well as below the main panel 
points. 

Although this plan was undoubtedly more expensive 
than the ordinary one of building falsework in place, 
the increased cost was not so much greater as might 
be supposed. The barges used were standard coal 
barges and will be sold for that service. The I-beams 
which carried the trestle are available stock for other 
uses, and the tie-rods used in the trestle are standard 
rivet iron which will be returned to the works. On the 
whole, the feat was not only a bold and brilliant one, 
but it will stand the final test of all good engineering; 
it was not wasteful. 

The reader who recollects the method of erecting the 
Hawkesbury bridge as illustrated and described in the 
Railroad Gazette of Aug. 10, 1888, will notice a funda- 
mental difference between that work and the work at the 
Ohio Connecting bridge. Each span of the Hawkesbury 
bridge was erected on a pontoon which rested on piles. On 
this pontoon the falsework and span were erected and the 
pontoon was then floated off at high tide and the span 
dropped into place by the falling of the tide as well as 
by admitting water to the pontoon. In this case the 
spans were 415 ft. long and the bottom chord was 46 ft. 
above the water. This work was done by the Union 
BridgeCo. A similar plam was followed by the Keystone 
Bridge Co. (after Mr. Strobel’s designs) with a bridge at 
Jacksonville, Fla., last fall. In that case four spans of 
250 ft. each were built on single pontoons and floated 
into place. The bottom chord was 10 ft. above the 
water. Here also the tide was used to lower the spans 
to their seats. In both these instances the pontoons 
were used as measures of economy, the bridges being 
over deep tidal streams with muddy bottoms, in which 
it would have been costly if not impracticable to build 
falseworks. In the case of the Ohio Connecting bridge 
the plan was adopted rather asa matter of expediency 
than of economy. 

The credit for this last and most remarkable instance 
of floating a span to place after erecting it must be given 
to Mr. C. L. Strobel, Chief Engineer of the Keystone 
Bridge Co., who designed the bridge and the plant for 
erecting it, and who personally superintended the work 
of Tuesday. Much credit must also be given to Mr. 
George Buchan and Mr. F. J. McCain, Superintend- 
ents of Erection for the Keystone Bridge Co. Mr. 
Buchan was in charge of the work of erecting and 
floating this span. He was assisted on Tuesday by Mr. 
McCain, wh» had charge of the similar work at Jackson- 
ville, and who assisted Mr. Strobel in moving the Wells 
street drawbridge in Chicago. 











The New York Central Strike. 





The total number of men whostruck on the New York 
Central & Hudson River Railroad Aug. 8 is now esti 
mated by the officers at from 1,500 to 2,000. Some of the 
men returned to work voluntarily on the following day 
so that an accurate statement cannot be made. The 
local and suburban paccenees trains running into New 
York City did not all resume their trips till the 17th. On 
the 16th the switchmen at Buffalo struck because one of 
their number had been set at work in the place of astriker. 
According to the press reports 300 men, and aeccord- 
ing to the officers of the road 70, quit work, and the 
handling of freight at the Buffalo yards was entirely 
suspended, though passenger trains were not seriously 
interfered with. Reports since Sunday from Buffalo are 
meagre, but it does not appear that the blockade in the 
yard ag been cleared, or the situation materially im- 
proved. 

The Knights of Labor have continued to profess cheer- 
fulness, and have regularly contradicted the statements 
of the road to the effect that the freight work was being 
rapidly got into a normal condition. On Monday of this 
week the road announced its readiness to receive freight 
at all stations, but the accumulated cars in the large 
yards were still hindering the movement of trains very 
much. Statements were frequently made of the num- 
ber of trains sent out from New York and from Albany, 
but no comparisons with the ordinary volume of traffic 
were given, and the number of cars moved seems to have 
been much below the average. 

The officers of the Knights of Labor have had numer- 
ous conferences with the leaders of the firemen’s and 
switchmen’s brotherhoods, and are evidently trying to 
get the latter to join them in fighting the road, but thus 

ar apparently without success. Mr. Sargent, of the 

Firemen’s Brotherhood, had an interview with Mr. 
Webb, of the New York Central, on Tuesday. Mr. Webb 
says that he received Sargent not as chief of the 
brotherhood, but simply as Mr. Sargent. 

At Albany on Saturday and Sun ay the detectives, of 
whom the railroad company had at that point about 600, 
shot several persons among the crowd of strikers an 
others who lined the tracks. The road runs through the 
streets of tne city, and the detectives were on the tops 
of moving freight cars. The victims are said to have 
been innocent bystanders, and one of them wasa wo- 
man on her own premises. The detectives say they 
fired into the crowd to avoid being overpowered by the 
mob, while on the other hand it is claimed that the shots 
were fired without provocation. A number of detectives 
have been beaten or stoned, and 15 of them were in the 
hospital car on Sunday. Three were arrested. It seems 
that the detectives are not sworn in as officers of the 
law, and the civil authorities at Albany are apparently 
jealous of them. The officers of the road say that the 
detectives were engaged because the local authorities, 
when applied to, failed to provide decent protection for 
the property of the company. The sheriff appointed 
strikers as deputies to guard the railroad company’s 
property. 

A collision at Melrose, on the Harlem Division, on Sat- 
urday night resulted in an engine without a tender run- 
ning uncontrolled 6 miles to the Grand Central Station, 
but no harm was done. One account says that all the 
employés involved in this collision were old hands, and 
another says that a new switchman failed toshow a 

roper danger signal. Several slight collisions occurred 
in the freight yards at New York and Albany, but it 
does not appear whether they were anything very un- 
usual. There have been several instances of violence at 
New York and other points besides Albany. Passenger 
travel, including large numbers going to and from the 
Grand Army Encampment at Boston, has been consider- 
ably disturbed by the strike, even the roads 
through Canada_ getting a heavy traffic _be- 
tween New England and the _ west. Freight 
traffic has been heavy on the Lehigh Valley and other 
trunk lines, and the Lake Shore has discouraged east- 
bound shipments from Chicago for the New York 
Cential. The New York, Chicago & St. Louis, which 
has eastbound connections at Buffalo outside the city, 
has taken a largely increased volume of freight. It does 
not appear, from the reports, that the Central has di- 
rectly diverted much freight from its own lines to 
others, but the press reports have much to say about the 
“ ety ” of the strikers at the action of other roads 
handling Central freight. 








The Quincy Accident. 


A northbound express train on the Old Colony road 
was derailed near *‘President’s Bridge,” in Quincy, Msss., 
on the afternoon of Aug. 19, about 1 o’clock, and 19 
passengers and the fireman were killed and the engineer 
and over 30 passengers injured. The train consisted of 
an engine, baggage car, smoking car, a drawing-room 
and four passenger cars. It is said to have been running 
at 30 miles an hour. At a point where track repairs 
were in progress the locomotive jumped the track and 
ran to the right sufficiently to let the next three cars 
run by it. The fourth car, containing about 70 pas- 
sengers, struck the locomotive and lodged upon it in 
such a way that escaping steam from the blow-off 
valve at the bottom of the fire box scalded the passen- 
gers; and it was in this car that most of the fatalities 
occurred. it is said that the locomotive was derailed 
by a track jack, which the repairers had carelessly left 
fastened to the rail when they went to dinner. 








The International Canal Congress. 


The fourth session of this body was held at Manchester, 
England, between July 28 and Aug. 1. Representatives 
from about all of the European states were present, but 
none from this country or Canada, though Mr. Menocal 
sent a ay on the Nicaragua Canal, in which he esti- 
mated the tonnage likely to pass through it at 7,000,000 
at first, increasing to 37,000,000 soon; as the tonnage 
passing Detroit during the season of navigation is esti- 
mated at 36,000,000 tons, there seems no reason why this 
should not be accomplished. Mr. Sanford Flem- 
ming read a “a on the canals of Canada, which are 
only prevented from becoming great arteries of trade by 
their insufficient depth and small locks. 

The congress was divided into four sections, dealing 
with the technique of canal and river improvements 
their maintenance and working, statistical matters an 
their economic aspect. The pepess had all been printed 
beforehand, several in English, French and German, so 
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PROPOSED STANDARD JOURNAL BOX, BEARING AND LID FOR 60,000-LB. CAR.—Fig. 1. 
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“4. The great value of water-ways to the country at large, 
and the fact that they are feeders of and supplementary to rail- 
roads, justifies the state and public bodies in assisting the con- 
struction and maintenance of water-ways of uniform dimen- 
sions, so as to encourage through traffic at low rates.” 

.Toa recommendation that the governments of the 
reasoner vi gee a cme rag or ent statistics relating 

0 navigable water-ways, Mr. Bateman, of the British 
development together of railroads and | Board of Trad j { i ; 
le, (a) because those two means of trans likely to acnept i pclae ge agen mole e Woe 
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ts special merits, to the public good: Britain, as is shown in railroad returns, being to repress 
point of view the on ne | —_ exhaustive statistics. It was apparently hoped, 
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ag of the Erie Canal being the best so far pub- 
lished. 

A good many valuable statistical and technical 
papers were read and discussed, ali of which are to be 
published in the official ‘‘Transactions” of the Congress. 
Arrangements have been made to continue the meetings 
of this Congress and place it in a more satisfactory finan- 
cial condition, and to appoint permanent committees. 





The Circuit Court Decision on Party Rates. 





The full text of the decision in the United States Cir- 
cuit Court at Cincinnati, by Judges Sage and Jackson, 
on the application of the Interstate Commerce Commis- 
sion for an order compelling the Baltimore & Ohio to 
comply with the Commission’s order issued in February 
last (Railroad Gazette, Feb. 28 and March 7) forbidding 
the issuance of one-way party tickets at reduced rates 
shows that the judges considered the whole question 
very carefully; and Judge Jackson quotes at length from 
English decisions. The following is an abstract of the 
principal points of the decision : 

The allegation that the road had neglected to post 
according to law, its rates on ordinary round trip ex 
cursions was abandoned, the road having sogeeney 
corrected its practice by or before the time the Commis- 
sion’s order was issued. Considerable discussion is had 
over the definition of the word “commutation,” with 
references to the Century Dictionary and other high au- 
thorities, but Mr. William B. Shattuc hit the point in 
saying that “a commutation ticket is a ticket for one 
passenger, good for more than one ride, or for more than 
one passenger for one ride, sold at a reduced rate.” 
Whether or not party tickets were used before the 
enactment of the Interstate Commerce Law, and 
whether they were then regarded as commutation tick- 
ets, isheld to be immaterial. Judge Sage admits* 
for the purpose of the present case, that they 
may be treated as distinct from ‘‘mileage, excur- 
sion and commutation tickets” mentione in the 
twenty-second section of the law; but Judge Jack- 
son holds that the words used in that section are to be 
taken as general terms, and not to be applied in a rigid 
technical sense. Section 22 is not a chapter of excep- 
tions to the operation of the main clauses of the act to 
regulate commerce. The giving of free carriage to in- 
digent persons and to employés, and other things speci- 
fied, are not unjust discriminations allowed by the law; 
these clauses are illustrative of discriminations which 
are not unjust. The section is not exhaust- 
ive, and the omission of mention of party rates 
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without due process of law. It is not disputed 
that party rate tickets are reasonable in price, 
considered by themselves, and there is no com- 
plaint that the highest local rates on defend- 
ant’s road are other than reasonable, consid- 


the construction of ships. These tools did not appear 
until evolved gradually by the needs of the time. [ron 
was not to be cut and carved with the same facility as 
timber. The tools employed, the conditions of working 
and the training of the workmen even had to be alto- 
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rates further than to declare the general 
principle that they shall be reasonable and 
not unjustly discriminating. Beyond this 
the common law right is not restricted. 
Round trip excursion tickets are often 
issued to go over one road and return 
over another. Any distinction between 
these and one-way party rates is a dis- 
tinction without a difference. Judge Jack- 
son says: ‘When this court is called upon, 
either by the Commission or others, to en- 
force the law, it is indispensably neces- 
sary to show either a case of individual 
grievance or of public inconvenience.” The 
present case rests upon the alleged undue 
prejudice against the public using single 
tickets, but there is no evidence of this. 
The judge seems to have overlooked the 
question of publicity of rates as demanded 


free to make “special contracts” lookin 
to the increase of business, sovilel 
there is no discrimination, etc.; but this 
argument does not affect the main struc- 
ture of the decision. There is much discus- 
sion of the question whether a single ticket 
passenger and a party are in competition 
with each other in any sense, and the con- 
clusion is reached that they are not. In 
short, the right of applying the wholesale 
_ principle in passenger traffic the same as in 
freight, or the same as in ordinary mercantile transac- 
tions is fully upheld. The injunction was not granted, 
and the suit was dismissed at the cost of the Commission. 








Proposed Standard Journal Box and Lid—Letter 
Ballot. 


We show herewith the drawings of the proposed stand- 
ard journal box, bearing and lid for 60,000-lb. cars, and 
lid for standard journal box for 40,000-Ib. cars, as sent 
out by Secretary J. W. Cloud of the Master Car Builders’ 
Association with the letter-ballot by which the mem- 
bers are to vote on the adoption of these standards. 

The committee submitted drawings for box, bearing 
and lid for 60,060-lb. cars, and showed how the same lid 
could be applied to the old standard 40,000-lb box. The 
lid was of the Fletcher form, of malleable iron, and 
pivoted above the box. It was decided to have the 
drawings modified to show the lid pivoted at one 
side of the box instead of above. Such change 
has been made in the drawings by the original 
committee, except that they have shown the 
pressed steel lid. Figs. 1 and 2 show the box, bearing 
and lid for 60,000-lb. cars, and fig. 3 shows the lid for old 
standard journal box for 40,000-lb. cars, as ordered to be 
Submitted to ballot, except in regard to lids which 

should be of malleable iron. The original drawings of 
the committee showed the malleable iron lid, and also 
how the pressed steel lid could be used in its stead; and 
if this journal box should be adopted as standard, the 
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_ fe N drawings, when issued in the report of proceedings, will g%-To.Centre—- 
6s ree ae — show the malleable iron lid of the same dimensions as , : 
ey oe 4 wnmtes 0 this pressed steel lid, and similarly pivoted, as standard ; Fig. 3.—Proposed Standard Lid for Journal Box of 
Proposed Standard Journal Box, Bearing and Lid.—Fig. 2. and will also show how the pressed steel lid may be 40,000-Ib. Car. 


is not significant. Party rates are not obnoxious 
to the first section of the act. It is true that the railroad 
company may decide What number shall make a party, 
and may give.a reduced rate to a party of two, but 
there is no evidence of any abuse in this line heretofore, 
and the traffic associations, with their control over the 
roads, are believed by the court to be a warrant against 
abuse. Moreover, the courts would at once apply a 
remedy if the principle were abused; and if party rates 
became so general as to introduce widespread dis- 
crimination, the state legislatures would promptly re- 
duce individual fares. The history of railroad passenger 
travel for the past forty years shows a constant tendency 
in the reduction of reguiar (individual) rates as a result 
of the previous introduction of mileage, excursion and 
commutation tickets. 

There is no unreasonable preference granted one pas- 
senger over another. A person on a party rate ticket 
may sit in the same seat with one who has paid full 
local fare, but this is in no sense different from the case 
of a passenger on a local ticket sitting beside one who 
rides on a thousand-mile ticket. The objection that a 
uprontaaet => ! buy a party ticket and pick up individu- 
als to fill out ‘his number is thrown aside as trivial, and 
the fact that a carload of 60 peng riding on a 
single ticket are certain to pay their whole fare into the 
treasury of the company, while in another carload of 60 
peormnats the conductor may steal some of the fares or 

ail to collect them, is regarded by the court as im- 


used as an alternative when desired, as per the draw- 
ings. As the essential points are the dimensions of the 
lid and the arrangement as to pivoting, it was not 
thought advisable to delay the letter ballot for the pur- 
pose of changing the drawings. 








Changes in Machine Tools Following a Change from 
Wood to Iron Construction. 


The following is the interesting introduction toa series 
of articles on Shipyard Machine Tools in alate number 
of Engineering : 

“Few industries have developed with such rapidity, 
during the last 25 years, as that of iron shipbuilding. Its 
beginning, of course, was much earlier, for it is over a 
hundred years since canal barges were first built of iron. 
But it is now just about a quarter of a century since it 
became obvious to every one interested in shipping that 
the trade of shipbuilding in wood was threatened by a 
kind of revolution, and was likely, ere long, to be re- 
placed altogether by the business which used iron chiefl 
as the material of construction. Soon there woul 
hardly be such a thing as a wooden craft of any magni- 
tude in existence. Iron vessels could be built much 
more rapidly, at much lower cost, and their superiority 
in nearly every respect was incontestable. However 
slow the old wood shipbuilders might be to recognize 
iron as a suitable material, still it was, in the first in- 
stance, from their ranks that the early building in iron 


gether of a different kind. Means were needed for shap- 
ing and otherwise manipulating this harder and more 
refractory material. Tools were wanted for shearing 

lates and angle bars, for punching and drilling the 
noles, for curving, bending, plening and welding. 

* Long prior to this there had been machine tools of a 
kind, which were used for boilermaking and similar iron 
structures; and these, or some modification of these 
tools, were first used in iron shipyards—just as the 
boilermakers were naturally the class of workmen first 
set to work to construct iron hulls. And fora time 
these machines answered fairly well, while the plates 
were limited in thickness and area, At this time, when 
high pressures of steam were never thought of, boilers 
were seldom made of plates thicker than * in. Thinner 
could not easily be calked and thicker could not easily 
be worked. Moreover, the iron works then existing had 
not the plant for rolling thicker and larger plates. Such 
— as they made were of necessity narrow and short. 

onsequently there were ~— few machines constructed 
to punch or shear plates thicker than ‘4 in., and the 
plates being narrow, the gullets in these punching tools 
were seldom deeper than 12in., or 15 in. at most. 

** But the malleable iron manufacture was meanwhile 
making rapid strides, and was becoming able to meet 
the demand that was constantly arising for plates of 
larger scantling, and especially of greater thickness. 
Soon the shears, punches, and rolls in use were found to 
be quite inadequate for dealing with such increased di- 


portant. : ss mensions of plates and other sections of iron. Aspiring 
The Baltimore & Ohio introduced evidence to show — Re Bot oy ames wate Se, ae naval architects had to restrain their wishes. It was of 
that the party rate tickets issued by it are not used for that involved a difference in the mechanical processes | little use to order plates wider than 2 ft. if the gaps of 


speculative purposes and the evidence of railroad experts 
Qrverelly was that party rate tickets are much less 
liable to abuse than ordinary single tickets ; but even if 
tickets for parties of 10 are liable to the abuses suggest- 
ed, that fact does not affect the proper construction of 
the law. The testimony partes Mx the fact that party 
rate tickets secure patronage that yields large revenue, 
and that withdrawal of those tickets destroys that busi- 
— (mostly theatrical) as it cannot afford to pay full 
rates. 

_ When we speak of “ similar circumstances and condi- 
tions” we must consider the circumstances and condi- 
tions affecting the business interests of the carrier as 
wellas the narrow question of the accommodations 
granted the passengers or the distance they ride. The 
objection that party rate tickets are obnoxious to the 
fourth section has no weight after one has fully con- 
sidered the previous arguments. 

The right of a railroad to make and collect reasonable 
charges for transportation has been settled by the re- 
cent decision of the Supreme Court in the case of the 
Chicago, Milwaukee & St. Paul vs. the State of Minne- 
sota, and of this right a company cannot be deprived 





of the craft. 

‘Most of the shipyards in existence some 35 years ago 
built in wood only; and it was about that time that 
our shipwrights began to see the change that was com- 
ing into their trade. Many of them were sagacious 
enough to understand that if they were to continue 
building ships at all they must be prepared to make 
their hulls of other material than timber. Hence, a 

radual transformation in this industry began to set in. 
Oak had to give place to iron. Other craftsmen, and 
altogether different tools, had to be employed. And 
one of the first and most important consequences of this 
great revolution was, of course, an enormous extension 
of works for the manufacture of malleable* iron. Rail- 
ways had already given a marvelous push to this great 
industry. Here was a new source of demand. But the 
development of the iron trade is not our subject. What 
we design to do is to show the rise and development of a 
species of machine tools which have been called into ex- 
istence by the use of iron and steel as the materials for 











* The writer evidently uses the word “ malleable” in the 
sense of “* ductile,” 


the machines would not admit the plates further than 
12 in. If wider plates were used, then the holes 
in the middle that could not be reached by the 
punch, must of necessity be drilled; and that was too 
expensive a gece at that time. It became 
necessary to have machines with deeper ‘ gullets’ 
at the punching ends, and of relatively greater strength 
to bear the strain of punchin larger holes — 
thicker iron. Hence the demand that began to arise for 
much larger and stronger tools, a demand which about 
the year 1860, and for a few years thereafter, could only 
be very imperfectly met by our toolmakers at that time. 
Many machines of faulty and ill-considered design were 
produced. The existing makers were not able to keep 
pace with the exigencies of the time or to meet the re- 
quirements in an adequate manner; and indeed, the 
buyers of such tools generally were far from knowing 
the extent of their own wants, much less foreseeing 
what they should have to deal with in the near future. 
“Some of the larger shipbuilders, who were: also en- 
ineers, essayed to make machines for their own use. 
These constructed very powerful machines which 
answered their purpose in a way, albeit often hurriedly 





882 


THE RAILROAD 


GAZETTE. 


[AvausT 22, 1890 














= 








ES a 




















LLIYSASZ 





STARTING SIGNAL 
TRACK 6. 
TRACK B TICKET OFFICE = 
SEGNAL 
od: y T2 5 
OweER 
| ii>~~ 
TRACK K — i 5 \ \ = 
















STARTING SIGNAL KS 
FOR TRACK K, » 
STARTING $1G' 











LAIYLS 


oe 


SEA WALL 





WOIAIAVW 


1331S 








EAST BOSTON YARD—BOSTON, REVERE BEACH & LYNN RAILROAD. 
Interlocked Switches and Signals, Erected by the National Switch & Signal Company. 


got up, but the 
cumbrousnessthan for any special merit in design. 
Some of these ponderous monsters may still be seen in 
some of the older concerns, where their room is more 


were often conspicuous more for their 


valuable than their company. But they did useful 
work in theirday. Asarule, the machines made by 
toolmakers at that time were much too weak for their 
work. Makers had little, if any, data to guide them in 
their proportions. There was generally too much cast 
iron in their composition, and too little steel, wrought 
iron, or brass. The usual consequences followed. 
Breakdowns were innumerable; and the tools of that 
period that have survived are either relegated to some 
out-of-the-way corner of the yard where they have little, 
if anything, to do, or they are in the possesson of the 
dealers in old machinery. 








Interlocking at East Boston. 


The Boston, Revere Beach & Lynn Railroad has just 
put in an interlocking system of signals at its East Bos- 
ton yard and tunnel, where, on account of lack of room 
and of heavy increase in summer traffic, there are re- 
quired several hundred train movements daily, there 
being 70 arrivals and departures of trains week days, 
and 50 on Sundays, each arrival and departure necessitat- 
ing 8 or 10 train movements. The interlocking plant 
of 12 levers, which has been carefully planned, was in- 
stalled by the National Switch & Signal Co., under the 
direction of its vice-president, Prof. C. Herschel Koy], 
the inventor of the parabolic semaphore, which has been 
adopted by this road as its standard semaphore signal. 

The accompanying diagram (not drawn to scale) shows 
the location of the tracks and switches from the “sea 
wall” east of the tunnel to the East Boston station and 
ferry slip (not shown), west of Marginal street (a grade 
crossing). As will be seen, the inward and outward 
tracks are intervolved for some distance either side of 
the Maverick street crossing, iz order to bring the switch 
as near as possible to the signal tower. In the ordinary 
operation of the road the west-bound trains (inward) 
arrive on track A or track B. The east-bound trains 
(outward) usually depart from track K or track B, but 
sometimes from track A. Track D is used for storing 
spare cars, 

The tracks from which trains depart are governed by 
full-sized semaphore starting signals for outward trains 
and dwarf semaphores for arriving trains. In addition 
to these there are two semaphores, one at the west end 
of the tunnel (2) and one at the sea wall (1). which be- 
sides their usual office are made to act as automatic 
block signals, as hereinafter described. Any one of the 
starting signals (4, 6, 8, 10) standing at safety, provided 
the tunnel block signal, 2, is also at safety, gives an ab- 
solute right of way over opposite trains for any train 
leaving the track controlled by its starting signal; while 
signal 1, if at safety, gives an absolute right of way to 
west-bound trains through the tunnel and to whichever 
track (west of the tunnel) the dwarf signal (3, 5, 7, 9) 
stands right for. The dwarfs are arranged so that the 
upper blade shows the extreme left-hand track and the 
lower blade the right-hand track, with the intervening 
tracks in their order. All signals are arranged so that 
the blade shall be seen by the engineer extending from 
the right-hand side of the post. 

The operating levers are interlocked mechanically and 
electrically. The section of single track between the 
yard and the sea wall is equipped fora track circuit, and 
is so used. The electrical connections at the rail joints are 
thin ribbons of sheet copper, one on each side under the 
angle splice bars, each ribbon being punched with ob- 





long holes for track bolts and crimped at the ends 
beyond the splice bars to allow for contraction and ex- 
pansion, the ribbons also being secured to the rail by a 
8 in. copper rivet, running through each ribbon and the 
web of the rail, and headed over solid on both sides. In 
addition to these appliances, electric annunciators and 
indicators are placed in the signal tower and are auto- 
matically operated by both inward and outward trains by 
means of a track instrument devised by Superintendent 
C. A. Hammond. The outward trains give their signal 
as the train passes the track lever, which is just beyond 
the fouling point at sea wall, and the inward trains 
give their signal about a mile east of the tunnel. An 
electric tell-tale also shows the tower-man the position 
of the sea wall block signal, whether at safety or dan- 
ger. In addition to the automatic signals an indepen- 
dent electric signal is provided, to be operated by the 
gate-tender at Maverick street, by which he announces 
to the tower-man the approach of inward trains as well 
as the departure of outward trains beyond the fouling 
point. A device has been provided by means of which 
the sea wall block signal is automatically tripped to 
danger asa locomotive going west (inward) passes it. 
When the signal is put at safety an electric bell 
in the tower is set ringing, and rings con- 
tinuously until the train trips the signal to danger. 
When an inward train has reached the insulated section 
of the track, all further movement of signals and 
switches is prevented until the train has cleared the 
switch at the west end of the tunnel. 

A feature of the business on this road consists ina 
double-train service, morning and afternoon, local 
trains arriving in the morning on track B, followed by 
an express train which arrives on track A two minutes 
or less after the arrival of the local train, both trains 
delivering passengers to the same boat. In the after- 
noon the movements are reversed, the express trains 
leaving from track K, followed two minutes later by a 
local train from track B. It was deemed absolutely 
necessary, therefore, that the sea wall signal should be 
tripped to danger automatically by every west or in- 
ward bound train and that the engineer should see this 
signal change from the previous position of safety 
to the position of danger, thus protecting his train 
against a following train. The tower-man must again 
set the lever for this signal to danger before he can give 
safety to a following train; but heis prevented from 
doing this until the electric lock, operated by the first 
train while on the section of the track covered by the 
track circuit, is released. At first the tripping device 
was placed directly opposite the signal post ; but it was 
found that the movement of the locomotive, even at a 
moderate speed, was too rapid for the engineer to 


see the movement of the signal without being 
obliged to look back for it, which, of course, 
would take his eye from the track at the 


very place where he should. exercise the most vigilance, 
namely, while approaching the grade crossing of Maver- 
ick street and the curve leading to the tunnel. It was 
therefore decided to place the tripping device about the 
length of the locomotive east of the signal post, and to 
make that point the limit of the tunnel block, the orders 
given to the engineers being to stop unless safety is 
shown by the sea wall signal up to the said limit, which 
is marked by a painted post. If the signal be thrown to 
danger at any time before the locomotive has reached 
said limit post the engineer must stop his train at once. 


The interlocking apparatus was put into successful 
operation on the first day of the new summer time-table 
(June 29), and has given excellent results thus far. Here- 
tofore trains entering the tunnel have been governed 
by the old-fashioned ball signal, which, however, had no 
effect on rights of way, the meeting point of trains being 
absolutely fixed by the time-table. 

Since the interlocking signals have been in use, while 
equal or greater safety has been secured in the operation 
of the tunnel, considerable saving of time has been 
effected by allowing the tower-man to make use of 
every opportunity of expediting the movement of trains, 
giving the right of way to whichever train could clear 
the tunnel without delaying its opposite train. A com- 
parison of the records of arrivals and departures, this 
year and last, shows that in the aggregate nearly two 
hours of time is saved daily in the handling of trains in 
the East Boston yard, and that the trains thus “get 
around” with the least possible delay, and without any 
delay arising from the necessarily rigid and uniform 
application of the ordinary rules governing right of way 
and preference of trains. 








Safety Chains for Passenger Cars. 


We illustrate herewith the proposed arrangement of 
attachment, with spring for safety chains, as described 
in the letter ballot by which the members of the Master 
Car Builders’ Association are to vote on the adoption of 
standards. As our readers know, the proposed standard 
is for chains with links made of %-in. iron, each link to 
be 114 in. wide inside. The proposed standard height for 
drawbars is 35in. from top of rail to centre of drawbar 
when car is loaded; this is the present practice in a large 
majority of cases. 

The letter ballot embraces three other subjects : 

1. A plan is proposed for loading logs and poles on 
cars, describing the point of support for such lading 
where it rests upon or extends over two or more cars, A 
plan for a rack for platform cars for carrying bark is also 
shown. The proposed rule prescribing the width and 
height for loads of logs or poles has been abandoned, be- 
cause most railroads prescribed their own cross-section 
limits for loading. 

2. Members are asked to vote on the adoption of 40 
degrees as the lateral angle which brake-beam levers 
should make to the vertical longitudinal plane of the 
centre of the car. 

3. To facilitate the interchange of passenger cars 
fitted with continuous steam heating equipment it is 
proposed to adopt a uniform fitting on the ends of the 
train pipe. It is to consist of a 2-in. female pipe fitting 
with a standard pipe thread. Votes must reach Secre- 
tary Cloud at Chicago by Oct. 7. 








The Butler Malleable Iron Drawbar Attachment. 





The latest form of the Butler drawbar } attachment is 
shown herewith. This device has been in successful ser- 
vice for some time past and several railroad companies 
have ordered it made of malleable iron, andit is for such 
material that the design herewith has been brought ou t. 
It will be noticed that the parts are lighter and made of 
a thickness which will give nearly a maximum strength 
in malleable iron. The location of this attachment. be 
tween the draw timbers and the method. of holding the 
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PROPOSED METHOD OF FASTENING SAFETY CHAINS TO PASSENGER CARS. 


same are clearly shown, and the shape of each part is in. 
dicated by the detail illustrations. 

The office of the Butler Drawbar Attachment Co 
is in the Phenix Building, Chicago. 


Net Section in Riveted Work. 


BY THEODORE COOPER. 

While experiments upon the strength of the connec- 
tions and of individual members of pin-connected 
bridges have been quite extensive, very few experiments 
have been made upon the similar parts of riveted 
bridges. Our specifications and practice have all been 
in the direction of making the connections and minor 
details of pin-connected work superabundant in strength. 
In riveted work we are still dependent upon theoretical 
deductions based upon the net section of metal remaining 
after deducting the rivet holes and supposing this remain. 
ing metal to be fully equal toa prismatic bar of the same 
area. The method of estimating the net section is too 
frequently, judging by practical examples within our 
everyday experience, based upon false ideas as to the 
action of our materials when irregularly punched full of 
holes. To cut an imaginary transverse section at right 
angles to the axis of the riveted bar or plate, and deduct 
only the holes thus cut as the measure of the loss of 
section, is simple but very erroneous. The effect ofa 
neighboring hole not on this imaginary line, but near 
thereto, should be considered. Let us consider from 
such evidence as we have what such effect would be. 

Prof. Kennedy in his “‘ Abstract of Results of Experi- 
ments on Riveted Joints,” as made by the Research Com- 
mittee of the Institution of Mechanical Engineers, says: 
“Tt has been found that the net metal measured zigzag 
should be from 30 to 35 per cent. in excess of that meas- 
ured straight across in order to ensure a straight fracture, 
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This corresponds to a diagonal pitch of % p + — if p 
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the straight pitch and d the diameter of the rivet hole.” 
In order therefore to be sure that the line x & (fig. 1) 


will be the proper measure, after omitting the holes a and 

b, of the strength of the bar, the neighboring hole c must 

be so placed that the diagonal lines a cand c b must meas- 
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If the hole cis nearer than this, an additional allowance 
raust be made. 

Applying the same rule, let us determine at what 
point c must be in order to require the deduction of an 
additional hole, or three in all. This will be where the 


diagonal line has the same relation to (p—d) as lg p + = is 
to p, or 4g (po —d) + d _ =? — aa 


We need not deduct the hole ¢ when the diagonal pitch 
2 
s ; pt - 


€ 


; but must deduct a full hole when the di- 


agonal pitch becomes ; p— ia. 


3 
It will simplify the results if we put the pitch p in 
terms of d, or call 
p=nd, 
The above values for the diagonal pitch then become 
respectively 
(2n+i1d (2n—hd 
and ‘ 
3 3 
As the usual method in ordinary riveted joints is to 
lay off the pitch of staggered riveting on right-angled 
lines, it will be well to transfer the above values into 
the proper values as thus measured. Let c (fig. 2) be 
- the proper position of the hole and c,, the position where 





-@n additional hole must be deducted, and call their 


horizontal pitch as measured from a and 6 respectively 
hand h,. 

Solving the triangles, we obtain the following values 
for h and me for different values ep = =nd, 











of total mileage. The 3-ft. gauge in 1880 was used by 144 
companies ; in 1889 this gauge was used by 231 com 
panies, representing 6 per cent. of the total mileage of 
the country. Atthe present time over 99 per cent. of 











Inspection of the second column would give as a suffi- 
cient approximate rule for the proper horizontal pitch 
in staggered riveting one-half of the vertical pitch plus 
one-quarter diameter of a rivet hole. 

Comparison of columns 2 and 3 shows that a pitch one 
diameter less than the above rule would necessitate the 
deduction of a full rivet hole additional. 

By plotting different joints with the above dimen- 
sions, the small variations in the portions of the holes 
giving good and bad results will be readily appreciated. 

When it is appreciated that holes staggered accord- 
ing to the pitch in the third column cut away 
as much metal as the same number of rivets arranged 
chain-riveted style within a smaller area, designers will 
either adopt the chain riveting or else space their rivets 
in accordance to the rule formulated above. 








The Interstate Commerce Commission’s Statistical 
Report. 





Prof. Henry C. Adams, statistician to the Interstate 
Commerce Commission, has issued advance sheets of his 
report for the year ending June 30, 1889. The tables are 
not included, but the introduction presents the totals of 
a number of these tables, which are of general interest. 

The railroad mileage of the United States on June 30, 
1889, was 157,758.83 miles. Of this 149,948.66 miles are 
covered by reports to the Commission. The total 
amount of all tracks, first, second, third and 
fourth, was about 200,950 miles. The mileage of 
road, June 30, 1888, was 149,902 miles. The present 
report includes 117 private roads, with 1,008 miles, 
that did not appear the year before, so that the length 
of new line brought into operation during the year 
ending June 30, 1889, was 6,848.70 miles. Included in 
tais mileage reported, the number of bridges is found to 
be 40,600, of which 17,042 are constructed of wood, 8,185 
of stone, 11,838 of iron, and 3,535 being a combination of 
wood and iron. Tunnels to the number of 649, with an 
aggregate length of 608,012 ft., have been reported, and 
trestles to the number of 117,271, with an aggregate 
length of 26,615,877 ft. The 5-ft. gauge, which in 1880 
was used by 91 roads and represented 11.4 per cent. of 
total mileage, has nearly disappeared. The gauges 4 ft, 
81¢ in. to 4 ft. 9 in., inclusive, which in 1880 were adopted 
by 874 roads, representing 79.8 per cent. of total mileage, 
are now used by 1,371 roads, representing 93.3 per cent. 
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= mileage in the United States may, for all practical pur- 
Pitch Proper position of c | Positionc , where a full | poses, be included in two gauges. 
nd= h= hole is to ‘be deducted . . 

1= Summary of Equipment. 
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eh cance een cannes 8,079 178 | 7,706 
Freight ie awinn aumdeaiend as 15,140 44 8,743 
BWICCRING. «2 00 0000 sccccee GPIB 10.0 0scceccee | 1,366 
eee 1,801 | .... -+| 180 
SE eixake ke ws cesenatas 29,036 222 17,995 
Cars: ER Tae Gi KasA 
passenger service......... | 25,655 | 23,348 23,540 
Freight service............ 854,031 46,644 66,513 
Company’s service....... 31,657 440 1,965 
Fast freight line service. . 49,766 1, 1,457 
a cr sccbkncciinaxioe 961,119 72,299 93,475 
Less cars leased ............. TEITB | oo ccccecses 16,043 
Total owned.......... 934,246 72,299 _ 77,432 
Cars leased..............0.05. 134,309 7,989 | 32,732 
Total equipment....... 1,097,591 80,510} 128,159 
Averages. 
Engines ree 100 miles of line (Freight 10, Pass. 5)...... 19 
Cars, fre per 100 miles of line............. i 557 


Cars in passenger service per 100 miles of line. 
Tons carried per freight engine............... 
Ton miles per freight engine. 
Passengers carried per passenger engine............. 

Passenger miles per passenger engine................+ 

Freight cars per 1,000,000 tons of freight carried...... 1,583 
Passenger cars per 1,000,000 passengers carried........ 54 


Of the 80,510 cars equipped with automatic couplers, 
22,566 had the M. C. B. type, and 17,536 of these were 
Janney. There are 8 other M. C. B. type couplers in the 
list and 39 kinds altogether, including Miller 18,941, 
Cowell 61, Ames 11,808 and Blackstone 149. 

Out of 704,743 employés, there were to each 100 miles 
of road 38 stationmen, 36 trainmen, 95 trackmen, ‘21 
switch and flagmen, 49 shopmen, 20 enginemen and 14 
conductors. Comparisons are made per 100 miles with 
employés on English railroads. 

Table Showing Efficiency of Employés, 
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which the service of/Tonsof; Thou- | Passen- .. nds of 
one mee is pon f te —— ae gers car- een: 
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traffic stated | ‘a miles 

Enginemien...........-..- 17,859 | 2,274 15,626 | 382 

EN <a. angasiacnann 16,867 2,148 14,758 361 

Conductors...........+.+. 25,755 3,281 22,535 551 

Other trainmen........ 9,783 1246 | 8,560 | 209 

eee, flagmen and H 

r — _ spesanece 4 16,331 2,080 | 14,289 , 350 
ele; operators an | 
dispatch =. sakeeeeusan 31,862 4,058 | 27,878 | 































































































SCALE OF DETAIL. 
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THE BUTLER DRAWBAR ATTACHMENT, é 
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The property, the operations of which are covered in 
this report, is administered by 436 organizations that are 
independent of each other, so far at least as corporate 
relationships are concerned. 

A summary of the supplement shows that 87 roads, 
whose names appeared in last year’s report, fail to ap- 
pear in the list of roads for the year ending June 30, 
1889. Of this number, 26 disappeared by consolidation, 
39 by merger, and 22 by re-organization. Of the 732 sub- 
sidiary roads, an abstract of whose contracts is on file in 
this office, 162 are operated at a fixed rental, 211 are 
operated at a contingent rental, 163 are operated on con- 
dition that fixed charges, either entire or in part, are 
met by the lessee company, and 196 are operated as pro- 
prietary companies. 


Summary of Capital (153,385.37 Miles of Line Repre- 























sented), 
Per 
Amount cent. of | Per 
outstanding. total | mile of 
capital. | road. 
{ 

CORB iinis 06.655. 2ind capes candies leties Uenweweai es Po xatiae .«e.| $27,716 
Common... ‘$3,677, 266,136 | 40.78 |........ 
Preferred.. 573,924,583 | Ae | iecceccs 

ae ans, Eee keen meee eee 28,176 
BIG is ecaen datninuees ‘i 267,527,859 i ene 
Car trust obligations and } 

receivers’ certificates. 54,328,164 | . eee 

COSTEONG TI a satcwinss Vo csdccanc: cadens Nee 2,883 

Audited vouchers, bills 
payable, etc............ 250,282,196 ie. Thewestes 

Dividends, interest and 
miscellaneous .......... 191,846,436 OP hoc: cund 
ee ae 9,015,175,374 | 100. | 58,775 


Table Showing Railroad Ownership of Stocks and Bonds in 
Millions of Dollars. 


Owned by rail-|Not owned by 


8 : 
VU utstanding, Way corpo-| railway cor- 


June 30, 1889. 











| rations. porations. 

One NET TS, | 4,951,191 | 847,740 3,403,450 
BO cosiscannes 4,267,528 he _ 304. 233 3,963,295 
Total.... 8,518,719 +3 ‘. 151,973 7,366,745 








Of the stocks 61.67 per cent. and of bonds 18.19 per 
cent. received no returns during the year; 25 per cent. of 
the bonds got 5 to 6 per cent. interest, 20 per cent. got 6 
to 7 percent., and 14 per cent. got 4 to5 percent. Nine 
per cent. of the stocks got 5to6 per cent. dividends, 7 
per cent. got 4 to 5 per cent., while 8 per cent. received 6 
to 8 per cent. 

The number of passengers carried by the railways of 
the United States during the year ending June 30, 1889, 
was 472,171,343; the aggregate number of miles traveled 
was 11,553,820,445, an average journey of 24.47 miles for 
each passenger. Passenger train mileage for the same 
period was 277,240,804, and the average number of passen 
gers ina train was 42, 

The number of tons of freight carried during the year 
ending June 30, 1889, was 539,639,583; the aggregate num- 
ber of ton miles was 68,727,223,146, an average haul of 
127.36 miles. The freight train mileage was 383,200,573, 
and the average train load was 179.35 tons. 


Summary of Earnings and Income (153,385.37 Miles of Line 
Represented.) 














! 
| Proportion to) Proportion 
Source of Gross total earnings! to total in- 
income. amount. from operati’n come. 
| Per cent. Per cent. 
Passenger service...) $300,063, 31.10 27 .53 
Freight service...... 644,777, ai 66.82 59.15 
Other earnings from 
operation . 19,576, 653 2.04 1.80 
Earn. not classified.. q 397,784. 04 04 
Total earn. from 
operation........ $964,816,129 100 ne 
Income from other | | 
BOUTOORS.«.c0ccnc eden 125,169,702 sine 11.48 
Total earn. and | 
$MOOMG..= -.s0603-0 $1,089,985,831 | ee 1 100 
' } 











Summary of Expenditures (153,385.37 Miles of Line Repre- 
sented), 


| Proportion to Proportion to 
total operating) total ex pendi- 
expenses. tures. 





| 1889, | 1888. | 1889. 1888. 








Maintenance of 


Per ct.|Per ct.|/Per ct. Per ct. 
way and struc-| 


NS terenctmcis $14,821,953) 22.46) 22.60 15.54 15.27 
Maintenance of | 
equipment...... 106,709,258, 16.55) 17.09) 11.45, 11.55 


Conducting trans-| | 
portation........| 330,815,439 51.33) 50.26 35.49) 33.96 

General expenses. | 60,820,469) 9.44 “ 

Not classified..... 1,439,582) 22! oak 15 48 


SS —— | 
| 


Total aspen 
expenses . 


706,701; 100. Sn ERS (emer § 
Fixed c harge 


64, 
287,624,410)........]........ 30.85) “32.42 











Total expendi: 








7 = Neem Gnd 932,331,111)........ ae 100. 100. 
Fixed charges of! | 

subsidiary roads Ne, CORE OOLEC ET | EE REE 
Total ORD SER ts) + Ee 

tures, al roads. . | | en eee 








Income Account. , 
Per mile 
of line. 


Gross earnings from ope PACION......00% $964,816,129 
Less operating expenses..............- 644,706,701 











Income from operation............ 320,109,428 2,087 
Interest on bonds owned. scadien 9,478,596 52 
Dividends on stocks owned... 10,406,153 68 
— of tracks. yards and termi- 





Wiech iadwespansa¥ernetauekeaapeks 79,490,863 518 
Mise eilaneous income, less expenses.. 25,794,090 168 
Income from other sources........ 125, 169, 702 816 
5 orig cnconh eave CANS “45,2 27 79,130 2,903 
eductions from income: 4 ‘ 
Interest on funded debt accrued.... 213,173,672 1,389 


Interest on interest-bearing current 
liabilities accrued, not otherwise 





provided for......... ...seseseeses 6,795,937 44 
Rentals, including ‘tracks, yards 
SS ae ree rer 96,320,391 628 
PI docdc cavseie Ga drkJcwesehesn 27,590,394 179 
Total deductions from income.... 343,890,394 2,242 
Final net income...... ........s00% 101,388,736 661 
Dividends, 1.91 per cent., common 
MENS oe. acing van cawevs sanencava Cansea (ner 
Div idends, 2.11 per cent., preferred 
eS coal cane ca eben ceimanie pk) eee 
PNG <0 ner mndakcmgnecens ee tAdeS ware 82,110,198 535 
Surplus from operations of year : 
ending June 30, 1889.............. 19,278,538 126 
Comparative Summary. 
1889. 4 
Revenue per passenger per mile.. -cents.. 2.165 2.349 
Cost per passenger per mile....... ; 1.993 2.042 
Revenue per ton per mile.. Sai een 0.922 1.001 
Cost per ton per mile.............. ais 0.593 0.630 
Revenue per passenger-train mile... .... $1.06.287 $1.13.952 
Cost per passenger-train mile.....cents.. 83.068 84.691 
Revenue per freight-train mile. . ae El $1.65.712 
Cost per freight-train mile................ $1 .06.481 $1.03.876 
tevenue per train- mile, all trains $1.38.191 $1 .46.719 
Average cost per train-mile, all trains, cts. 94.868 96.050 
Fercentage of operating expenses to oper- : 
Rr 66.81 65.34 


H Summary of Financial Operations of Operating Roads forthe 


year ending June 30, 1889 (146,586.16 Miles of Line Represented). 


Proportion 
Amount. to total. 
Resources to be accounted for: 

Net income from operation........ $299, 926,121 37.90 
Income from bonds. stocks and 





other property owned............. 44,177,911 5.58 
Increase of permanent liabilities... 255, .50,988 32.24 
Increase of current liabilities. . on 826, Al 7.06 
Decrease of current assets......... 7.24 
Miscellaneous income......... 78. 955. Sf 9.98 


Total including miscellaneous in- 








0 SARE Ae eae eee 791,291,267 100. 
Resources accounted for: 
Assigned for payment of fixed 
MII, oo i riska Caac-aeenne 270,408,462 34.17 
Reduction of permanent liabilities. 12,636,853 1.6) 
Decrease of current liabilities...... 49,270,804 6.23 
Increase of current assets.... ....., 74,119,725 9 36 
Net betterments to property. ee 180,602,142 22.82 
Miscellaneous expenditures... . 150,590,429 19.03 
Assigned for war ment of declared 
dividends. . , jee nbae 53,662,852 6.79 
MER <a isicine scree an oatanom teeta 791,291,267 100. 


The following is a list of facilities as reported by the 
roads in response to the question, ‘*What station-houses. 
stock yards, or other terminal facilities does this road 
use for which it pays a rental?” 

IN 6 sina etacaencelndatcsansakatawegesansnardeieins * 


dodo on sg. 5 Cre Dacadiccn a Sakon a Rep heme ed Dee eco 
Other terminal facilitios.... 60... cicesa-ce cesscscvecccees 2 


A list of 56 private car companies is given upon whose 
cars one prominent road paid mileage during the year. 
In this connection the report says: 


There is at least one very important consideration in 
favor of making the investigation into railroad matters 
undertaken by the Commission comprehensive and com- 
plete. There is an impression in the mind of the public 
that part of the legitimate earnings of railway capital 
is turned aside from the payment of dividends and 
applied to the support of various outside corporations. 
In this manner, it is argued, not only is the demand of 
the public for cheap service estopped by the quotation 
of false statistics pertaining to the earnings of railways, 
but the bona fide investor in railway stocks is obliged 
to take less in dividends than the earnings of the bus- 
iness warrant. ‘lhis claim is either true or it is not true; 
but it is to the interest of the stockholder, as well as to 
that of the public, that the veil of secrecy be taken from 
the operations of all secondary corporations engaged in 
a business Cirectly bearing on the transportation of 
persons and freight. 


Wooden Trestle innaiion* 





By Wotcott C. FosTEer. 


STANDARD FRAMED TRESTLE, SAN FRANCISCO & NORTH 
PACIFIC RAILROAD. 


The accompanying illustrations represent the stand- 
ard plans of the San Francisco & North Pacific Rail- 
road for framed trestles. Mr. Frank K. Zook is the 
Chief Engineer of this road. 

This trestle belongs to the same class that we have 
been discussing lately, 7. e., multiple story continuous 
post trestles. It does not, however, belong to the com- 
pound member trestles, as all of its members consist of 
but a single piece, instead of being built up from two or 
more smaller pieces. While the floor system has some 
good features, still it could very easily be greatly im- 
proved. 

The guard rails are of a good size, 6in. x 8 in., and are 
well notched down over the ties. They are also well 
bolted, being held in place by eight %-in. bolts extend- 
ing through the ties and outside stringer pieces. The 
ties, while of good section, 8 in. x 8in., would be better 
if they were J2 ft. long instead of 10 ft., with the ends 








* Copyright, 1890, by W. C. Washer, pore condensed from his 








forthcoming book on the same subject. 





supported by jack stringers. It would also improve 
matters to place the ties nearer together. They should 
not be spaced over 6 in. between faces, while in this 
trestle they are about 11 in. apart. The ties are notched 
over the stringers lin., which practice is to be recom- 
mended, as it adds greatly to the stiffness of the struc- 
ture. 

Each track stringer is composed of three 7-in. x 16-in. 

« 31-ft. 514-in. pieces of timber bolted together by four 
5¢-in. bolts, but separated 6 in. by cast-iron spools or 
thimvles. The joints of the different pieces composing 
each stringer are broken; the ends, however, do not 
abut, being separated % in. This construction is unique, 
to say the least, for trestle building. The packing bolts, 
however, are not spaced in such a manner as to give the 
joint the greatest strength, and it would be much better 
were they % in. in diameter instead of % in. An inter- 
mediate packing bolt is placed through the stringers 
over the centre of each bay. The stringers are notched 
over the caps 1 in. 

The floor system as a whole is held in place by %-in, 
bolts passing up through the cap across the outside face 
of the centre piece of each stringer and through the tie 
immediately over the cap. 

The cap, which is of very good dimensions, is fastened 
to the posts by,drift bolts. It is also notched over each 
post. 

The posts are of 12-in. x 12-in. timber, the two inner 
ones being vertical, while the outer ones have a batter of 
3 in. to 1 ft. 

In the upper story the diagonal sway bracing is 4-in. 

x Sin. Itis attached at the ends by a %-in. x 17\%-in. 
bolt and two spikes. At each intermediate intersection 
the bolts are omitted, but there are three spikes instead 
of two. In the second story this bracing is of 4-in. = 10- 
in. material, while in the third or lower story it is 4-in. 

x 12-in. The horizontal sway bracing consists of 4-in. x 
8-in. sticks throughout all of the structure. 

The posts are notched into the main sill, which is of 
12-in. x 12-in. timber. 

The structure is stiffened longitudinally by horizontal 
braces of 6-in. x 8-in. timber placed on the outside of all 
four posts at eachstory. These braces are bolted to the 
posts by %-in. x 18-in. bolts. 

When a pile foundation is used one pile is driven be- 
neath the foot of each post, but when it becomes neces- 
sary to use a sub-sill foundation then four blocks 6 in, 

< 12in. x 3 ft. are placed beneath the foot of each post. 

The bents are spaced 15 ft. 9in. between centres, ex- 
cept the end bents, which are but 15 ft. 6 in. 

Following is given a bill of timber and a bill of iron 
for one bent and one bay: 


BILL OF TIMBER FOR ONE BENT AND ONE BAY. 





Name. P No. pieces. Size. Ft. B. M. 
Floor System: 
Guard: ftalls.......0.... 2 6in. < 8in. X 15 ft. 9in. 126 
PERO 0h 62a sloushis venus 10 8in. x 8in. X 16 ft. 534 
ING 6 Saka tise swt-wae 6 7in. < 16in. < 31 ft. 54 in. 1,761 
Fir st Story: 
PEER AE ce ar se 12in. < 12in. x 14 ft. 168 
Pacts (see end). 
Sway brac cet gg 2 4in. < 8in. x 20 ft. 107 
Sway braces (hori- 9 Sige ae se 
WOMEMDY ic nkxkiceest } ss 4in. x 8 in. 19 ft. 102 
Second Story: 
Sway braces (diagonal) 2 4in. x 10in. X 23 ft. 154 
— enh 2 te hele. KR 134 
Third Story: 
Sway braces (diagonal) 2 4in. x 12 in. x 30 ft. 240 
Ps ss tataecc scorer eeet 1 12in. X 12in. x 32 ft. 384 
Posts: 
a 2 12in. X 12in. x 35 ft. 9in. 858 
Re er ee 2 12 in. X 12in. < 37 ft. Lin. 890 


Longitudinal Bracing: 


Horisontal............. 8 6in.x8in.*? 4ft.per ft.per stick 
Foundation: 









Piles (4) or sub-sills.... 16 6in. X 12in. x 3 ft. 288 
Bank Bent: 
Add sheeting.......... ? 3in. X 12 in. x 14 ft. 42 
* BILL OF IRON FOR ONE BENT AND ONE BAY. 
0. 
pieces. Name. Size. Use. 
fee _ a’ | See Floor system to 
cap. 
BO MR 55s Scxcasnoud OE te. BEER. kccccacssece Packing bolts in 
s*ringers. 
Css Ko iscewsed 5gin. < 28in........... Guard rails to 
ties and string- 
ers. 
© NUR os Saneledccst S6in. X Qin... 2.0008 Horizontalsway 
braces to posts, 
We I ins Sa Susnee Sgin. < 184 in........... Longitudinal 
braces to posts. 
Ee ME kiss asdatsod $4 im. X 1736 Ip... 2.0008. Diagonal sway 
braces to posts 
etc. 
fe ee CR ee Cee a ee Separators for 
stringers. 
106 Washers........... For 36 in. bolts. 
4 Washers ..For %-in. bolts....... 
4 Drift bolts......... RIMRMOWIOS cols s cisasaze see ‘ap to posts. 
OB TMOG csine dncice MER daas <i aciancabaecnaae Sway braces to 
posts, etc. 
nse KSRiNalm arc bapnbicn iho: ate Mixa tea emeeee Posts to sill. 


Dadeieais, oi (ee Sill to piles. 


Railroad Projects in Brazil. 

Mr. Courtenay de Kalb, M. E., has an article illustrated 
by a map of Brazil in the India Rubber World of Aug. 15, 

roposing certain railroads in Brazil. The oné of most 
interest to Americans is from Paramaribo, in Dutch 
Guiana, up the Surinam, and ina southwest direction 
from the head of that stream to Manaos, on the Rio Ne- 
gro, which is just above its confluence with the Amazon. 
Manaos, which is the virtual head of ship navigation on 
the Amazon, is disputing with Para for the position of 
the primary shipping port for india-rubber. About 60 
per cent. of the rubber of the Amazon Valley is now 
shipped direct to this country. 
Another line spoken of would be in continuation of the 
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Dom Pedro Segundo railroad from Rio de Janeiro, run- 
ning in a direction slightly north of west to Matto-Groso, 
on the Madeira,at the head of steamboat navigation. 
This line would pass by the heads of navigation of the 
streams draining all of the great river basins of Brazil, 
except the Sao Francisco and Purus; it would also join 
the navigable waters of the Parana and Paragua to Rio 
Janeiro. 

The first mentioned line, excepting as it crossed the 
mountains dividing Guiana from Brazil, would pass 
terongh an easy country in which there is a good deal 
of gold, while the first, or eastern, portion of the exten- 
sion of the Dom Pedro Segundo would be through broken 
country, but after leaving Goyaz would pass over the 
emg of Matto-Groso, where the country is very favora- 

le; the eastern end is richly stored with minerals. Mr. 
de Kalb recommends a combined railroad building and 
colonization scheme. 








New Erecting Shop—Baldwin Locomotive Works. 





Work has been begun on an extension of the erecting 
shop of the Baldwin Locomotive Works, Philadelphia, 
which, when completed, will give greatly improved 
facilities for the work of erecting and do much to relieve 
the pressure for space in other shops. About the middle 
of July title was secured to 76 small properties in addi- 
tion to nine previously acquired. These houses cover a 
space about 230 x 208 ft., or somewhat more than an acre, 
adjoining the present office and erecting shop buildings. 
The new buildings are shown by the view herewith. 

The present office building, corner Broad and Spring 
Garden streets, is extended westward 47 ft.9in. This 
addition will give a drawing room and office each 169 ft. 
long by 32 ft. 6ins. wide. The present office will be re- 
arranged and a passenger elevator added. The present 
erecting shop will be replaced by the new building, 
which wili be 33614 ft. long by 15814 ft. wide, one story of 
42 ft. clear height to base of rafters. The floor of this 
shop will be occupied by tracks to accommodate 64 loco- 
motives, there being 16 tracks, holding 4 engines each. 
At the height of 28 ft. will be placed two traveling 
cranes now building by Wm. Sellers & Co., ‘which 
in some respects will be unlike any others yet 
built. They are each to be of 100 tons capacity, 


with a span of 74 ft.8 in., and 336 ft. run, and are 
The maximum speed of 
trolley 


to be driven by electricity. 
the bridge travei will be 200 ft. per minute, 





travel 50 and 100 ft., and the main hoist speeds 5, 10, 20 
and 40 ft. per minute. It is the intention to handle and 
transfer from one track to another the heaviest locomo- 
tives complete by means of these cranes, lifting them 
high enough to clear others remaining on the floor, 
while for handling parts and lighter loads there is an 
auxiliary hoist capable of lifting 1,000 lbs. at a speed of 
100 ft. per minute. The new building will also be fitted 
with four swinging cranes, one of 20 ft. and three of 17 
ft. 6 in. swing, also with two freight elevators of large 
capacity, each 6 x 12 ft. 

The perspective view herewith shows a row of large 
windows beneath the cranes and a row of smaller ones 
above them, also the method of lighting the floor by 24 
large skylights in the roof. The shops will be excep- 
tionally well lighted and ventilated, and every facility 
will be given for careful work, with the greatest comfort 
to the workmen, this being the primary object of the 
improvement. 

Adjoining the erecting shop and facing on Fifteenth 
and Spring Garden streets will be an L-shape building, 
four stories high, and with a frontage respectively of 208 
and 228 ft. on the two streets. That part on Fifteenth 
street will be 60 ft. wide and that part on Spring Garden 
street 50 ft. wide. The first floor will contain the 
machinery for boring and finishing cylinders, the second 
and third floors will be used for storing finished locomo- 
tive parts and for light sheet iron work, such as jacket- 
ing for boilers, and the fourth floor will be used for 
finishing and painting cabs. While the capacity of the 
works will be somewhat increased, the principal advan- 
tages sought by these improvements are sufficient space 
to do the work comfortably and carefully, without the 
necessity of hastening shipment to avoid blocking the 
shops. 








The Lake Erie and Ohio Ship Canal. 


An article inthe American Manufacturer says that at the 
last meeting of the commission Col. T. P. Roberts report- 
ed that the route of the proposed ship canal compared 
with the Welland Canal as follows: The Welland Canal 
is 26 miles long, with a lift between Lakes Ontario and 
Erie of 326 ft., which is overcome by 25 locks. The canal 
is 150 ft. wide and 14 ft. deep, passing vessels of 1,600 tons. 
The proposed canal would be about 100 miles long, viz.: 
70 miles rising from the Ohio along the Beaver River, 15 
miles of level at the summit and 15 miles in which to 
make the descent of 320 ft. to Lake Erie, as against a dis- 
tance of about 10 miles on the Welland Canal for prac- 
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tically the same descent. This would call for between 
13 and 16 locks of the most convenient lift, and would 
— pools of probably three-quarters of a mile in 
ength. 

e work on this canal will vot, it is claimed, be as 
heavy as on the Welland, though it will be nearly four 
times as long. No estimate of the cost has yet been 

iven to the public, in fact the preliminary field work is 
ly completed, but there seems to be a growing con- 
viction of the practicability of the route, which would be 
of great advantage to the valley of the Ohio and the 
Lakes. Colonel Poe estimated the freight charges on the 
7,516,022 tons passing through the Sault Ste. Marie Canal 
at 114 miles per ton mile, and that the saving over carriage 
by railroads was $17,000,000 it is not, however, proba- 
ble that such an amount of freight would, for several 
years at least, pass over the ke Erie and Ohio 
Canal, and it is impossible that with the number of 
locks necessary there should be any such saving as com- 
pared with railroad transportation. It would, however, 





stand in the relation of a valuable feeder to the traffic on 
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DETAILS OF FLOOR SYSTEM—S. F. & N. P. R. R. TRESTLE. 


the lakes, and either during high water in the Ohio, or 

with specially constructed vessels, might afford a through 

—_ = some value between river pcints and ports on 
e lakes. 


A New Iron Plant at Chicago. 


The Chicago & Calumet Dock Co. has sold a block, with 
a west frontage on the Calumet River, between Ninety- 
fifth street, and the Baltimore & Ohio Railroad track, 
S. Frank em of Youngstown, O., and others, who 
ie ose erecting a system of blast furnaces rivaling 
hat of the [llinois Steel Co. The portion of the plant 
to be completed this season covers one furnace with 
necessary stoves, engine and casting house, the last to 
be 165 x 64 ft. Between 100 and 200 men will be at work 
within a fewdays. The site, within half a mile of 
Calumet harbor, is a very desirable one for smelting 
Lake et ores. It is asserted, and denied, that Mr. 
E. C, Potter, lately Vice-President of the Illinois Steel 
Co., is interested in the new company. 
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Published Every Friday, 
At 73 Broadway, New York. 








EDITORIAL ANNOUNCEMENTS. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, erganizations and changes of companies 
the letting, progress and completion of contracts for new 
works or important impiovements of old ones, expert- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railreads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 








Advertisements.—We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS. We give in our editorial columns OUR OWN opin 
tons, and those only, and in our news columns present 
only such matter as we consider interesting, and im- 
portant to our readers. Those who wish to recommend 
their inventions. machinery, supplies, financial schemes, 
ete., to our readers can do so fully in our advertising col- 
umns, but it is useless toask us to recommend them edi 
torially, either for money or in consideration of advertis 
ing patronage, 








The Quincy train accident, reported on another page, 
was of the most shocking description. The mere state- 
ment that most of the deaths were by scalding will 
explain to railroad men more than we can tell them by 
multiplying words. The wreck itself was no worse 
than others that we record by the dozen, almost, every 
month, but generally there are far less than seventy 
persons ina car, and the number of casualties is cor- 
respondingly smaller. The cause in this case seems to 
lie in negligence of a kind that can be profitably dis- 
cussed only in the light of all the facts. Happily, the 
accident was in a State which thoroughly investigates 
and intelligently publishes the circumstances of such 
cases, 








On another page is described the method of 
floating into position the great span of the Ohio Con- 
necting bridge. A span of 523 ft., weighing nearly 
1,000 tons, was erected along shore and then floated out 
and placed on its piers 75 ft. above the water level. In 
itself this event was important. any engineers 
watched it with great interest for 10 hours, although 
as a mere spectacle it was rather tedious. But its im- 
portance is not yet generally appreciated ; 
it probably establishes this as one of _ the 
regular methods of erecting bridges over 
navigable streams. Already the ‘‘rivermen” of the 
Ohio say that hereafter no stagings must be put up in 
the channel. Of course, in any given case the condi- 
tions must decide whether cantilevers are used, or 
falseworks are built in the stream, or the erecting is 
done along shore and the erected span floated to place. 
The relative risk and cost will be taken into considera- 
tion. We have briefly stated elsewhere the considera- 
tions which led the Keystone Bridge Company to adopt 
the plan of floating the span. The railroad company was 
willing to pay something to avoid obstructing 
the channel, and the increased cost of the plan adopted 
was a legitimate expenditure that will not be criti- 
cised. Just what this increased cost will be we do not 
know yet. Some criticism has been made of the risk 
taken. On careful consideration of the matter it is by 
no means certain that there was any increased 
risk. Erecting bridges in the Ohio River is hazard- 
ous at best. Within two years the staging of 
two great spans has been carried out by 
floods. That danger is entirely avoided by the plan 
adopted for the Ohio Connecting bridge. So also is 
the danger from coal barges running into the false- 
works. The only risk comes in the few hours that the 
work is afloat, and that is the risk of losing control of 
the mass in a gale. : It was great luck that the tornado 
which struck Wilkesbarre Tuesday afternoon did not 
strike Pittsburg, 300 miles away. But in bridge erect- 
ing no one provides against tornadoes, and barring a 
tornado the danger to floating work is but little. By 
keeping out lines enough the moving mass can be kept 
under control in any storm that would not be danger- 
ous to a span on fixed staging. Altogether, we should 
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say that onastream like the Ohio the sum of the 
dangers would be less in floating a span than in erect- 
ing it on fixed falseworks. 








In looking over the interlocking plan presented in 
another column, we regret to see some innovations on 
practice which has become well established, and which 
there is no good reason for changing. For a long time 
one of the most discouraging facts observable in Amer- 
ican railroad practice has been the tendency of every 
road to make its practice as different as it possibly 
could from that of all other roads. Each new officer 
has apparently deemed it incumbent upon him to 
exhibit originality of mind in devising signals and 
other mechanical devices, as well as in prescribing 
methods of operation and management. Within a 
few years there have been hopeful indications of a 
betterment of this state of things in some directions, 
and the influence of signal manufacturers, who, mak- 
ing apparatus for roads all over the country, have had 
an opportunity to spread their own ideas, has been 
looked to as an important factor in this improvement. 
It is natural to attribute an act of this kind to the fact 
that the signal company is a comparatively new one, 
but it is to be remembered that older concerns are not 
free from the same criticism. It is equally to be re- 
gretted, however, whether an old company or a new 
one gives countenance to changes which are sure to 
ultimately prove undesirable. But the exigencies of 
business have been difficult enough, even with the 
older companies; with a new one the obstacles to ideal 
signaling are apparently no smaller. In the East 
Boston plant the upper semaphore, where there are 
several ona post, is made to indicate the left-hand 
track, whereas the great majority of roads, and all, so 
far as we know, have adopted the opposite usage, 
making the upper arm indicate for the right-hand 
track. Certain other signals, which are undoubtedly 
home signals in their nature and office, even if by an 
arbitrary use of terms they are made to appear other- 
wise, are located beyond the fouling point; that is, 
they are so placed that an engineer must stop before 
he reaches them in order not to iuterfere with the 
conflicting routes. Of two tracks side by side, 
converging to a point, one has a starting signal 
and the other has not. We presume that in the 
actual operation of trains, as they are handled 
at this place, no trouble will ensue from this in- 
completeness, but it nevertheless tends to the sub- 
version of the highest discipline, because it weakens 
the engineers’ respect for signals generally. Doubt- 
less, the Boston, Revere Beach & Lynn, like many a 
road of more ambitious proporticns, is obliged to cut 
its coat according to the cloth, and we are not disposed 
to severely criticise either the road, which we presume 
has the physical limit of an insufficient yard, besides 
other difficulties to contend with, or, as we have jnst 
intimated, the manufacturers, who must furnish what 
is demanded ; but, nevertheless, they have not only set 
up some apparatus which some day will need to be 
changed, but have also inculcated some ideas in engine- 
men’s heads which also will have to be changed; and 
the last-mentioned change is the harder one to make. 








The United States Court decision setting aside the 
opinion of the Interstate Commerce Commission in the 
matter of one-way party rates, of which we give a full 
abstract in another column, only sets forth the simple 
justice of applying the wholesale principle to passen- 
ger traffic, on the same general principles that it 
is employed in freight traffic. As these arguments 
were fully presented in the Railroad Gazette of 
March 7, we will not repeat our opinion. The justice 
of this decision is so clearly based on common 
sense that it was hardly necessary for the learned 
judge to quote from a dozen English decisions, 
especially as the Interstate Commerce Commission 
itself had laid down the correct principles in earlier 
opinions. In the task of justifying the use of the 
word ‘‘ commutation ” the dictionaries, unfortunately, 
give us little assistance; but the primary meaning of 
the word, if it amounts to anything, warrants the 
widest latitude in the use of the term. The evidence 
of railroad officers that party rate tickets have not 
been abused, if correct as regards the whole country, 
as we have no reason to doubt, removes one of the 
main arguments upon which the Commission appar- 
ently relied for the opinion held by it. As regards 
what should be considered a reasonable minimum 
hmit in applying the wholesale principle there is some 
room for difference of opinion. It is of interest to note 
that the Pennsylvania, which has announced the re- 
sumption of party rate tickets since the publication of 
this decision, now takes seven persons at the rate for- 
merly limited toten or more. This is the number spec- 
ified in a bill recently presented in - Congress, 





The Pennsylvania is really making a reduction to the 
public which will pinch its competitors a bit, and, in 
fact, one of them already threatens to give reduced 
rates to parties of five. As to the extent to which the 
wholesale principle may be carried in the other direc- 
tion there is still more room for discussion. In the 
carriage of freight the Commission and the courts 
have held that a train load ought not to receive 
any lower rate than acar load, and although these 
decisions are somewhat arbitrary, they have 
been generally acquiesced in as _ being based 
on substantial justice. The cost per ton is not 
enough less, on a train load of a single large shipp2r’s 
goods than on a train load shipped by a dozen small 
shippers, to warrant a reduction in price; especially as 
the small shippers’ consignments may in practice be 
held until a train load accumulates. A shipment of 
100 cars is little, if any, cheaper to handle than ten 
shipments of 10 cars each, because the latter can easily 
be put together. But in passenger traffic different lots 
are not so readily ‘‘bunched,” and a full train isso much 
more economical than the average train that a large 
reduction from the ordinary fare is possible; and the 
wholesale rate here may manifestly go as far below the 
single car load as the latter does below the individual 
rate; farther, in fact. The very cheap excursionsnow 
so common furnish a familiar illustration of this. 

The railroad men seem to think that the old party 
rates were exactly adapted to the condition of the 
theatrical managers’ pockets; but at the time so many 
roads abandoned the special tickets we believe there 
was considerable congratulation among the more pros- 
perous theatrical managers over the fact that impe- 
cunious concerns were to be driven out of the business. 
It would seem therefore that there may be two sides to 
the question whether or not histrionic art is really to be 
promoted by these philanthropic passenger agents who 
so carefully adjust rates to—develop traffic. 








Lateral Motion Trucks, Their Vertical Movements and 
Lateral Resistances. 





The swing-motion truck is being generally discussed 
at the present time, and last winter at the Western 
Railroad Club the question of a swing vs. rigid truck 
for freight cars excited as much interest as any topic 
during that season. At the recent Master Mechanics’ 
meeting at Old Point Comfort the liveliest speeches 
were upon the question of moguls and 10-wheelers 
bringing in the matter of lateral motion trucks. Sev- 
eral of the locomotive builders have recently changed 
their method of hanging swinging trucks, but not all 
have changed in the same direction, and the statement 
is made that it matters but little how the links for such 
trucks are arranged, whether vertically or inclined in- 
ward or outward. Some time since we promised to 
present to our readers an analysis of the different me- 
thods of hanging swinging truck centres to give them 
different degrees of freedom of lateral motion, and we 
present herewith such an analysis, covering all the 
| common varieties of trucks. 

The types of trucks considered are: Swinging links, 
parallel and vertical; swinging links, spread at the bot- 
tom, or diverging; swinging links drawn in at the bot- 
tom, or converging; swinging links with double bear- 
ing at the top, suchas are used on the Pennsylvania 
consolidations (shown in the Railroad Gazette Jan. 26, 
1877, and in ‘* Recent Locomotives,” edition of 1886, figs. 
66 to 69), rollers working on inclined planes, radial 
axle box with lateral spring resistance, and parallel 
swinging links with lateral spring resistance. 

The method of making this analysis avoids the use 
of mathematics, and is easily followed by any one 
familiar with geometry and mechanical drawing. But 
little labor is required to analyze any particular case 
to find the effect on the front of the engine produced 
by a given method of support. 

No trouble is experienced with swinging trucks, ra- 
dial or otherwise, when the track is reasonably straight; 
but upon sharp curves and short turnouts wheels 
will sometimes ride over the rails. The cause for this 
would seem to be not hard tofind. Inquiry was made 
at the Master Mechanics’ Convention to find if a case 
was on record where the radial truck of a mogul loco- 
motive had left the rails at high speed or on a rea- 
sonably straight track. No one seemed to know of 
such a case, but several were aware of instances where 
the radial truck had left the rails on entering sidings 
at low speed. The swing-motion radial truck tor mo- 
gul locomotives requires more care in design than any 
other truck used in railroad service. Aside from the 
question of the length of the radius bar, and other de- 
tails, the device which provides a lateral motion needs 
very careful attention. Particularly is this true on 
crooked roads and on single track roads where locomo- 
tives are liable to run into sidings at considerable 





speed, If the lateral motion is not well provided for, 
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Fig. 1. 


the danger of the truck wheels leaving the rail is very 
great. In some designs now in use it is next to impos- 
sible to enter a siding with abrupt approaches without 
the truck riding up on the rails or displacing them 
laterally. 

The statement is made by two locomctive builders 
and by several railroad men that the position of the 
swing links matters but little; they may be parallel, 
or spread at the bottom or the top, the effect is the 
same. This is almost equivalent to saying that it is 
no matter how they are hung. But in the face of this 
there is a great difference in the results of the differ- 
ent designs to provide lateral motion, as we shall 
presently show; and the difference is so great that it is 
somewhat surprising that it has not made itself more 
apparent. It is to be regretted that something like a 
standard means for providing lateral motion has not 
been developed after the long years of experience 
which we have had in this country with the swing 
truck, and it is a matter well worth attention from 
the Master Mechanics’ Association. 

The centre bearings for swing trucks are generally 
made in cne of three ways, namely, flat, ball or pivot 
bearings. The flat bearing 1s, of course, a ball bearing 
of infinite radius. The ball bearing, as commonly 
used, allows the centre pin to take a new position, as 
the angularity of the swing links changes the position 
of the lower centre. The pivot has a small bearing, 
and its centre always remains in the centre of the 
swinging centre and midway between the lower ends 
of the swing links. These points we will consider 
hereafter. 

The various methods of support are illustrated in 
fig. 1. For instance, O and O’ are the upper supports 
of the swing links, and A, E and C the lower ends of 
the same. With the bottom of the links spread out- 
ward, or diverging, the position of those links, when 
the truck is in the centre of the engine, are O A and 
O’ A’. When the links are parallel their positions are 
O Eand O’ E’. When they are inclined inward at the 
bottom or converging, the positions are O C and O’ C’. 
When there are two upper bearings, as in the Penn- 
sylvania type, the positions of the swing links—each 
link being equivalent to two--are O” E and O” E’,and 
O” E and O” E’. When the swing centre is moved in 
the direction of the arrow in the case of the Pennsyl- 
vania type, the links in use are O” E and O” E’. The 
pivots O”’ are only brought into use when the direc- 
tion of motion is opposite to the arrow. 

In the case of parallel links, as O E and O’ EF’, it is 
evident that the centre bearing, the bottom of which 
is shown at the proper height at O L O, figs. 2 and 3, 
will move vertically into positions parallel with the 
initial position. In case the links are inclined out- 
ward or inward, the bearing face of O L O will 
occupy various angles to its initial position. To 
illustrate this, draw the line A A’ passing through the 
lower centres of the link when in the initial posi- 
tion. This line is horizontal. Now, when the truck 
has moved to one side and the point A’ corresponds 
with the joint J and the point A with the point G, 
the line G J drawn between the centres is no longer 
horizontal, but is at an angle with the horizontal 








line. The bottom of the engine top centre pin, 
however, in the case of a flat bearing, remains hori 

zontal, hence the faces of the top centre pin and the 
swing centre bearing do not coincide, and by reason 
of this angularity the engine is raised more than it 
would be if the lines drawn between the lower centres 
remained horizontal, as is the case with the parallel 
links or with the Pennsylvania type. If the centre 
bearing be flat the whole bearing of the centre pin: 
after a lateral movement, will be on the corner at O, 
and the total rise of the engine due to this lateral mo- 
tion would be the sum of that due to the rise of the 
ends of the links and that due to the angularity of the 
centre pin faces. 

If the centre pin is a pivot bearing, then the rise of 
the engine results simply from the rise of the 
centre of the pivot; if it is a spherical bear- 
ing, the angle of the radius of the sphere will be 
changed in the same amount as the angularity of the 
lines just described, and the rise will be intermediate 
between the rise with a flat centre and that with a 
pivot, depending of course upon the radius of the 
sphere. If the radius is a small ore, then the rise will 
be nearer that of the pivot. If it is a large radius, 
then it will be closer to that of the flat bearing. 

In the ease of the Pennsylvania type the curve 
described by the lower ends of the swing links is not 
the same as that described by the lower ends of the 
links in the other types, as will be readily understood. 

In each of these different cases the length and 
angularity of the swing links are kept the same for all 
designs, the object being to render possible a compari- 
son of the effects of uhe different methods of hanging. 
It is true, however, in each case that a change in the 
angularity would produce a decided change in lateral 
resistance; but the point is to show that with the same 
general dimensions it does make a difference how the 
trucks are hung. 

In order to find the rise of the engine for the dif- 
ferent lateral displacements, the most convenient 
method is to construct a skeleton swing motion, with 
links of the proper length and with the point O at- 
tached thereto and fitted with a pencil, which will 
describe curves as the model is shifted in the same 
way that the engine truck would be. Some little 
trouble is required to construct such a model, but in 
the end it will pay, because the exact effect of various 
combinations of links and centres can be so readily de- 
termined. In lieu of this method the curves showing 
the rise of the engine can be constructed as follows: 

The point O, fig. 2, represents the location of the 
nght-hand corner of the centre pin in the normal 
position. As the centre is swung to the left in the 
direction of the arrow, at the bottom of fig. 1, the 
angularity of the centre pin bearing is such as to cause 
O to be the highest point, and therefore the one to 
be recorded, as it is the highest point which governs 
the rise of the engine. If the links be hung vutside, 
then the left-hand point O, fig. 3, will be the highest 
point, for the reason that the angular inclination of 
the swing centre is cpposite, in the case of the links 
spread at the bottom, to that when the links are drawn 
ogether at the bottom, By shifting the pivot centres 





of the model, however, the curve of rise for the left- 
hand corner of the centre pin can be drawn through 
the point O, fig. 2, and thus the various curves of rise 
may be shown all on one diagram, as indicated in fig. 
2. Without a model, therefore, it is only necessary to 
record the motion of the point O by means of dividers 
set at the proper distance in the following manner : 
Suppose the inside link C’, fig. 1, to move lateraliy in 
the direction of the arrow to the point K, the location 
of C’ will then be found at H, on the arc C’ H, ata 
distance from K, such that K H equals C ©’. Having 
now found the location of the lower centres, the move- 
ment of the point O can be determined by finding the 
intersection of two arcs, one with a radius C’ O, de- 
scribed about H as a centre, and the other with a 
radius C O, described about K as a centre. The in- 
tersection in this case is at M, on the arc OC, fig. 2. 
In this manner every point of the different curves can 
be determined without the use of a model. 

The object is always to determine the path of a gov 
erning point. In the case of a flat centre bearing, this 
point is the extreme edge of the centre pin. In the 
case of a pivot, it is the centre of the centre pin. If the 
bearing be of spherical form, then the location of the 
governing point will vary somewhat with the angu- 
larity of the swing centre in its different positions, and 
will lie somewhere between the edge and the centre of 
the top centre pin; that is, between O and 12, fig. 2, 
depending upon the radius of curvature of the centre— 


~ the smaller the radius the nearer to 12 the governing 


point will be, and the greater the radius the nearer it 
will be found to 0. 

As described in the foregoing, the curve OA, fig. 2, 
is made to represent the rise of the front end of the 
locomotive for different lateral displacements with a 
flat centre pin, and with the bottoms of the links di- 
verging, as shown at A and J’, fig. 1. In the same 
way O B represents the rive in the front of the engine 
with the same location of swing links with a pivot bear- 
ing. In the same way, also, the curve lines O (and O D 
represent the rise of the engine when the swing links 
converge, as shown by the positions O’ C’ and O (, 
fig. 1. The curve line O C, fig. 2, is with the flat cen- 
tre, and O D with a pivot centre. 

Between O A and O B, and also between O Cand O D 
would lie the curved lines, if drawn, which would re- 
present the rise of the engine with spherical centre 
bearings with varying radii. The curve line O E£, 
fig. 2, sho vs the rise on the front of the engine when 
the swing links are parallel. In this case there is no 
second line, as it makes no difference whether the 
centre is a pivot, a spherical or a flat bearing ; 
it always moves parallel to itself. This is true also of the 
Pennsylvania style of hanging, and the line O F repre- 
sents the rise of the engine when hung in that way. 
It will be noticed that this last method of supports is, 
in point of rise of the front of the engine, not unlike 
that when the links are drawn in at the bottom; but 
this is not to be taken as indicating that the results 
are the same in practice, because it may not be so; the 
results so largely depend upon the amount of the 
spread and the length of the links. This coincidence 
of rise only shows that with the same spread and 
length of links the result is as indicated. 

Further discussion of this subject, together with an 
explanation of the remainder of the diagrams, will be 
given in a subsequent issue, 








Joint Responsibility of Conductor and Engineer. 





The railroad mileage of the United States has now be- 
come so large that a great variety of mishaps is reported 
every month. In the July accidents, summarized in 
another column, we have accounts of an engineer who 
defied a flagman, apparently taking the risk of a col- 
lision with his eyes wide open, and of a fireman whose 
enmity to his engineer caused him to beat the latter 
fatally with a hammer while train was running. A col- 
lision at Genesee Junction, N. Y., on the 15th, which, 
although near a crossing, appears not to have been a 
crossing collision, resulted from such an aggregation of 
causes that we find the jury censuring four individuals, 
besides the railroad company. Only the second of these 
causes is unusual ; though in saying that foolhardy en- 
gineers who defy red flags are not unusual we do not 
mean that they cause many wrecks or that they con- 
stitute more than an infinitesimal fraction of the whole 
number of engineers in the country. But there are in- 
stances of another kind of recklessness shown in the 
July record, which is alarmingly common, and of 
which we wish to speak, and that is the failure of a 
conductor and engineer to check each other’s errors or 
forgetfulness. At Smithville, Ind., on the 14th, a but- 
ting collision was caused by the stopping of a conduc- 
tor’s watch, and at Fostoria, O., on the 25th, the en- 
gineer of a train started from a side-track when he 
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had no right whatever to the road. At Smithville the 
engineer failed to check the conductor and at Fostoria 
the conductor failed to check the engineer. 

Engineers are supposed to have watches and to con 
sult them before infringing on another train’s rights. 
The rules prescribe this very clearly, and an engi- 
neer has no more right to start ahead of time than if 
his train never had a conductor. The fact that the 
conductor failed to warn him is no excuse for him in 
case he makes a blunder of this sort. In the Smithville 


to infringe upon the right of the opposing train; but, 
instead of recognizing this fact and promptly stopping 
his train, he depended wholly upon the conductor. At 
Fostoria the conductor apparently sat carelessly in the 
caboose and allowed the engineer to make a very cost- 
ly blunder, though there is no report of extensive per- 
sonal injury, as at Smithville. Quite likely he would 
have warned the engineer ina few minutes, but his 
duty was to stop him before he had gone a car’s length. 
It may be said in this, as it has been said in other 
cases, that the engineer’s disobedience of the rule for- 
bidding a train to be started without a signal from the 
conductor (Rule 119, Standard Code) rendered the latter 
powerless; but even then the conductor must answer 
whether he has always reported such carelessness, 
when observed, to headquarters; and if he be like most 
conductors he can also ask himself if the habit of tell- 
ing engineers some minutes beforehand that they may 
start ‘‘after so-and-so arrives” is not a dangerous in- 
fraction of the rule just referred to. 

It is true that in cases of the sort we refer to both 
men are generally punished, and probably they in most 
cases receive equal penalties; but the trouble is in the 
lack of prevention. Rule 120 is all well enough as far 
as it goes, but it by no means covers the case. 

The regular and correct performance of duty is very 
largely a matter of habit. The train rules prescribe a 
lot of habits to be followed by conductors and engi- 
neers, and, in addition, prescribe numerous duties on 
whose proper performance life and property are de- 
pendent, but which no human being can expect to 
invariably perform with certainty unless he himself 
The rules do 
not describe these habits in detail because it is believed 
in many cases to be impracticable. Whether it is or 
is not really impossible to make the rules more full 
and minute we will not now discuss, further than to 
repeat what we have said before, that brevity is 
oftener a defect than a merit in train rules as we find 
them. But whatever the shortcomings of the code, it 
is the duty of trainmen to form correct habits in the 
performance of every-day acts on which they know 
that lives and property depend, and of the officer in 
charge to see that the trainmen realize this and govern 
themselves accordingly. A railroad company has not 
done its whole duty when it punishes employés who 
have disobeyed a rule, any more than the community 
has done its whole duty when it kills a murderer. It 
is a good lesson to the culprit, as the Irishman said; 
but the more important need is something to correct 
the behavior of others, and experience teaches that 
trainmen will not learn all they should from the mis- 
takes of their fellows unless they have assistance. 

Yo run trains safely, conductors must form the habit 
of always giving a signal for the train to start, and 
must report engineers who break the rule. They must 
examine their watches frequently, and must compare 
them frequently with a brakeman’s. They must ask 
themselves periodically whether they are making or 
losing time. This habit must be adjusted to the char- 
acter of the line, number of stations, etc., and cannot 
be prescribed here for general use, but must be fixed 
for each case, and should be as rigid as the rules regu- 
lating speed.. A conductor should have a regular 
place for. keeping his telegraphic orders, and perhaps 
bind himself to give thought to the subject of orders 
at certain times and places other than telegraph offices. 
An engineer must have mental forms by which to 
question himself before acting on a conductor's order 
to move. It is even more necessary for him than for 
a through freight conductor to pursue a regular habit 

in the matter of train rights, because he is more liable 
to an interruption that will completely absorb him. 
We have mentioned only a few points, as space would 
obviously be insufficient for a full catalogue. The 
trainmaster should see that all these necessary habits are 
learned and practiced. Here is the weak point. The 
trainmaster has not time enough, and so the superinten- 
dent does not insist on his performance of the duty. 
The trainmaster’s need of an assistant or of a half-dozen 
inspectors is disregarded because the directors think the 
financial result would be worse, if more officers were 


employed, than it is with an occasional collision. En- 
gineers and conductors who lack conscientiousness | before adoption will take out much of the sting. The 


stantly watched, even if the trainmaster taught them, 
and on account of this the officers sometimes sit down 
and fold their hands. But these considerations and all 
others combined fail to excuse the sacrifice of life and 
limb from the causes now under consideration, which 
we are compelled to read in the public prints almost 
daily. As long as railroads make the safety of a train 
depend upon the joint responsibility of two men, it is 
the duty of the managers, when it is clear that one or 
the other of these men is constantly shirking his share 
of the care, to take effective measures to correct him. 
Public sentiment clearly recognizes this principle, and 
would undoubtedly enforce compliance with it, only 
it does not know how. But this does not alter the rail- 
road officer’s duty. 








The Uniform Classification. 





As our readers know, the new uniform classification 
as adopted by the Standing Committee in June has been 
printed and submitted to the various traffic associations 
for approval. The proposed classification is accompanied 
by a letter of explanation and recommendation which 
does credit to the fairness and the wisdom of the com- 
mittee in charge. Eleven classes are provided for, the 
last six being almost entirely for carloads. The main 
features are thus seen to resemble the Western classifi- 
cation rather than the Official. Indeed, a comparison of 
the Uniform (with the rates suggested) with the Official 
shows a small advance in charge wherever changes have 
been made. This advance is most noticeable in the rates 
for carloads; thus sugar and coffee in carloads under the 
proposed plan will be 30 cents instead of 25 cents, New 
York to Chicago. If we are to have uniformity at all, 
we must expect that all changes will be in the direction 
of a compromise between existing classifications. Thus 
the rates proposed to be charged under the new classifi- 
cation on the article just mentioned by way of illustra- 
tion—sugar—are higher than by the tariffs now in force, 
probably as a concession to the Western roads. Proba- 
bly, as the items in the new tariffs become known, it will 
be found, as usual in compromises, that nobody is well 
pleased. Nevertheless, the feeling in Congress for some 
sort of uniformity is so strong that no one should antag- 
onize it for light reasons. 
Yet uniformity in the strict sense cannot be expected. 
Our country is too large, and the varied interests of the 
different sections and their railroads are too diverse to 
allow of such a thing. Evidently, therefore, if a com- 
mon classification is to stand any chance of universal 
adoption, we must have commodity rates. The com- 
mittee in charge realized this fully, andin their report 
the members admit the necessity of such commodity 
rates, but urge the associations to make as few as 
possible. This is the only practicable view to take. 
Cotton, for instance, cannot be moved from South to 
North at third class local rates, though this classitica- 
tion is fair enough for a local carriage only. Hence a 
special tariff for cotton is inevitable, and so with other 
staple products. Yet the warning of the committee is 
proper, because a great many articles have moved at 
low rates heretofore, not so much because the traffic de- 
manded it, as for the reason that a war-time con- 
cession has been continued during peace. Shippers of 
such articles, finding their rates advanced by the uniform 
classification, will clamor for a commodity rate. Such 
demands should be challenged at every point and 
sparingly granted. Coffee, for instance, had no carload 
rate for years. Since 1887 it has had as low a carload 
rate as sugar or other cheap stuff, differing entirely in 
character. There is no really good reason for this. Canal 
aud lakes or the Mississippi River can hardly be such 
formidable competitors as in other articles; and at all 
events no reduction in the more costly and delicate com- 
modities need be made until actual experience has 
demonstrated a necessity for it. The danger of unlimited 
commodity rates, of course, is that we shall have worse 
confusion than before and may find ourselves in this re- 
spect out of the frying pan and in the fire. 
The necessity, under present conditions, of consulting 
two or three classifications in order to carry a carload 
of freight from New York to New Mexico is a great an- 
noyance, to be sure; but so is the necessity of crossing 
the Allegheny Mountains, of bridging the Mississippi 
River and of reducing speed to six miles an hour 
through cities. It is not yet clear whether an arbitrary 
decision by a committee or by the Interstate Commerce 
Commission, or even by Congress, can completely remedy 
the former difficulty any more than it can the latter. To 
meet such a case as the carload lot controversy between 
New York and Western jobbers two or more classes of 
commodity rates might be necessary, and the danger of 
violating the long and short haul section of the law, 
which has been the immediate practical incentive to the 
progress toward uniformity thus far made, would then 
be increased instead of diminished. 
The announcement of this classification will, of course, 
bring out a certain amount of disputing among associa- 
tions and among shippers. The latter, if given notice 
months ahead (as should be done where so many and 
important changes are involved) will accommodate them- 
selves to small alterations in the rates. A long notice 





would not enforce the rules on themselves, unless con- 


not only making such notice and “firing” it at the public , 
but of seeing that shippers actually give thought to it. 
Uniformity of tariffs is an important desideratum even 
‘in comparatively unimportant outward matters, such 
as book work, nomenclature, prefatory rules, etc., and 
this committee’s work therefore deserves to stand, and 
to be utilized as far as possible, even if it take years to 
agree upon its value asa whole. And finally we must 
not forget the liability that the national government 
may try to make a classification for the railroads and 
force it upon them, a thing to be dreaded by the carriers, 
and which ought to be dreaded by shippers. 








July Accidents. 


Our record of train accidents in July, given in this 
number, includes 84 collisions, 59 derailments and 6 
other accidents, a total of 149 accidents, in which 70 per. 
sons were killed and 249 injured. 

These accidents are classified as follows: 


COLLISIONS: 
DE nari aa aie wnt HEDREG SNES whats BKead Ne wa Na ea RAS RE 42 
MUMEMED  Sele Duns PaNinnuce sce sassenigsiwa de cde's unecveibeey a’ 27 
Crossing and miscellaneous..... ...... ...e.sceeeeseceees 15 
DERAILMENTS : ay 


ae 
Loose or spread rau . 
Broken bridge ....... 
Broken wheel........ oi ne 

OPT etre 


EES hic hands dada sualenssdaaNawuhese raoke maces 
MIEN Sceite da nwie>- 5 abedadexcasaewaaunbcancaes 
EE OE ME SS ce anin se uashegintghvasondesaiencenaarunte 


Wind. a idamaedendes Caio k 





OTHER ACCIDENTS : 


Broken parallel or connecting rod.................-....6. 1 
RUINED csc sbce way sdvale sincd nw ons sababarseenepineeee 5 
— 6 
Total number of accidents...... .....cccccscccccccsseces 149 


The causes of collisions, where given, were as follows . 


But- Crossing 
Rear. ting. and other. Tot’l. 





Trains breaking in two........... .. 1 1 
Misplaced switch ................ 4 2 6 
Failure to give or observe signal. 7 1 2 10 
Mistake in giving or understand- 

ing orders... ae 6 a 6 
Miscellaneous. 8, 2 4 17 
Unexplained....... . 23 15 6 44 

N05: )io nar eae ea nade 42 27 15 84 

A general classification shows : 

Col- Derail- 


I OE POEs occcevetied ten sie! oe 9 ‘ 
Defects of equipment.......... 2 5 4 li 8 
Negligence in operating........ 38 6 Ra 44 29 
Unforeseen obstructions....... .. 18 2 20 13 
Bo rrr reer 44 21 rv 65 44 
RS snd wesenaeyeetekesbehens%s 84 59 6 149 100 
The number of trains involved is as follows: 
Derail- 


Collisions. ments. Other. Total. P.c. 
38 21 5 64 


Passenger.......... 28 
Freight and other. 130 38 1 169 72 
PR igeassia occ 168 59 6 233 100 


The casualties may be divided as follows: 
Derail- 


KILLED. Collisions. ments. Other. Total. 
I asconcas. son base 32 1 1 47 
Passengers...... ...... .~ 10 3 a 13 
Others....... Scales aie 10 bs Be 10 

DR agaseiesncinuaeere es 52 17 1 70 

INJURED. 
PRADA, 5.060 s0csercesese 74 41 1 116 
Passengers... .........0.200 62 35 i 97 
CN a scctnkeabaneiccusewes 30 6 36 

sir badeadiabae’, chen 166 82 1 249 


The casualties to passengers and employés, when 
divided according to classes of causes, appear as fol- 


lows: 
Pass. Pass. Emp. Emp. 
killed. ee es killed. injured. 
g 5 


Defects of road............. aa 1 
ee of equipment...... 2 2 2 3 
egligence in operating. .. 10 64 34 77 
nforeseen obstructions 
“on maliciousness....... és 16 9 28 
Unexplained..............0 1 6 1 3 
NE. Socdid cotosivasccicn 13 97 47 116 


Thirty-seven accidents caused the death of one or more 
persons, and 41 caused injury but not death, leaving 71 
(47 per cent. of the whole) which caused no personal 
injury worthy of record. 

The comparison with July of previous years shows: 








1890. 1889. 1888. 1887. 
Rear collisions............ $2 36 29 26 
ee ST — ee 27 28 27 33 
Crossing and other colli- 

IG ic doi acsrcieccecsnee’ 15 8 5 2 
Derailments.......... .... 59 68 86 53 
a aj = oe F 6 3 10 

tal 149 143 157 117 
ee a és killed... 47 29 48 9 

thers 23 10 12 17 
Employé és injured. ‘ ane: 73 92 107 
Gthere ls nvacess 133 74 77 167 
Passenger trainsinvolved 64 62 63 54 

Average per day : 

——S-. ... 4.81 4.61 5.06 3.77 

Killed .. . 2.26 1.26 1.93 2.13 

Injured. Rant ecds sie nansnee be 8.03 4.74 5.45 8.74 
Average per accident : 

0 Re TERR 0.4 0.273 0 382 0 569 
ee reer 1.672 1.028 1.077 2.317 


The most fatal accident of the month was that at 
King’s Mills, O., on the 15th, where a dozen persons 
were killed or fatally injured, and many more badly hurt 
by a powder explosion. It seems that the freight cars 
which caused the explosion came together with a shock 
which, under ordinary circumstances, would be re- 





| Bill-of-Lading controversy should show the necessity of garded as by no means violent; and yet the collision 
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unmistakably comes within the class of accidents em- 
braced in our records. The killing of the brakeman and 
the destruction of the cars render the discovery of the 
precise cause impossible, but so far as has been ascer- 
tained, there was no defect in the brake rigging. There 
were six train accidents during the month in which 
passengers were kilied, though four of them involved 
only freight trains. The engineer of the train 
which ran into another in Chillicothe, Mo., was 
held in $500 bonds. The crossing collision at 
Sibley, Ark., on the 9th, where four passengers 
were killed, seemsto have resulted from pure careless- 
ness on the part of the men handling one or both of the 
trains, but the evidence as printed in the newspapers is 
so pcorly reported and so contradictory that it is impos- 
sible to forma decided opinion. Two separate juries 
have rendered conflicting verdicts and the heirs of the 
victims have entered suits against both roads. The de- 
railment at Manteno, Ill., on the 7th, is classed as unex- 
plained. There was much discussion about a broken 
switch-rod bolt, and the possibility of its having been 
maliciously withdrawn from its place, but nothing defi- 
nite ‘s published. The passenger killed in this derail- 
ment was riding on the platform. 

Two very unusual causes appear in the list this month. 
The murder of an engineer by his fireman at Fort Wayne, 
on the 18th, and the wrecking of two trains at Carracas, 
Col., on the 6th by swarms of locusts on the track, by 
which the peripheries of the wheels were so lubricated 
that the brakes would not hold. We have not seen full 
particulars of these derailments, but the account seems 
reasonable enough. It is to be remembered that similar 
difficulties, reported in previous years, have occurred at 
points where the grade was moderate and the trains did 
not become wholly uncontrollable. The combination of 
locusts and steep mountain grades may well be regarded 
asaterror. Besides the complete overturning of a long 
passenger train by a cyclone at Fargo, N. D., 
there were serious disturbances by winds at Peoria, II, 
on the 17th, and North Wakefield, N. H., on the 31st. 
At Peoria a number of freight cars were overturned, and 
at North Wakefield a heavy passenger train was saved 
from running into some large trees by Mrs. Emily Bran- 
son, who flagged the train with a towel. 

Fatalities at grade crossings were particularly numer- 
ous during July. Although these do not come within 
the list of train accidents, we noted some of the prin- 
cipal cases and find that 25 persons were killed in eight 
of this class of accidents. This includes only those cases 
in which two or more persons were killed. One of these, 
near Pittsburgh, the 25th, killed only one person di- 
rectly, but frightened some laborers nearby so that they 
dropped a heavy pipe into a ditch, killing two more 
men. At Sadieville, Ky., on the 17th, a conductor and 
two brakemen repairing a drawbar were all fatally in- 
jured by the car being moved while they were under it. 
Some further reflections on the accidents of the month 
will be found in another column. 








Some time since the British Commissioners of Inland 
Revenue thought themselves entitled to make an annual 
charge of 5 per cent. upon the yearly value, income or 
profits accruing from the real or personal estate of the 
Institution of Civil Engineers, which was permanently 
invested. Mr. James Forrest, their able secretary, nat- 
urally contended that the Institution was exempt from 
the tax on the ground that its funds were applied to the 
promotion of science. On trial the views of the com. 
mission were sustained, but on appeal this decision was 
reversed, and in the House of Lords the decision of the 
appellate court was sustained, thus settling the fact 
that an engineering society promotes science. In the 
House of Lords the Lord Chancellor thought that the 
Institution was constituted for the benefit of persons 
who are civil engineers, to facilitate their work, to in- 
struct them better in their profession, and to make them 
better able to perform and practice the art by which they 
were to make their livelihood. Lords Watson and Mac- 
naughton thought that civil engineering was a science 
in which advantage is only to be expected from confer- 
ences of specialists, and that the advantages which 
accrue to the individual members are subsidiary to and 
growing out of the main objects. 








The Delagoa Bay Railroad, which was confiscated by 
the Portuguese government for non-completion, has a 
great part of its value destroyed by an agreement be- 
tween President Paul Kriiger, of the Transvaal Repub- 
lic, and Lord Salisbury, by the terms of which the Boers 
relinquish their claims to the territory north of the Lim- 
popo, or the Matabele country, in return for which they 
secure a right of way for a railroad of theirown through 
Switzerland to the Indian Ocean at a point about mid- 
way between Delagoa Bay and the Bay of Santa Lucia. 
The damage to the builders of the Delagoa Bay road, 
through its confiscation by the Portuguese government, 
is about being determined by arbitration before several 
Swiss jurists. But with the Boers in possession of a 
road and port of their own, the possible award is the 
greatest value of the existing road, and an application 
has been made before a London court for a receiver. AS 
Colonel McMurdo, the builder of the railroad, was an 
American, operating a Portuguese concession with Eng- 
lish capital under a Dutch charter for a road the Eng- 
lish did not then want built to the Transvaal Republic, 
the situation was at one time slightly international, 


Mr. Hammond, in writing of the new interlocking 
plant of the Boston, Revere Beach & Lynn, says: “The 
position and color signal, which the parabolic sema- 
phore so happily combines, is used, and although the posi- 
tion of the semaphore is considered of chief importance, 
the color signal is by no means deemed valueless. The 
contrast, particularly at night, between the red hori- 
zontal and white inclined signal is so pronounced, not 
to say startling, that the feeling is that no change toa 
position signal, merely, is at present advisable.” 











Train Accidents in July. 


COLLISIONS. 
REAR. 


3d, at 10 p. m., on the elevated structure of the Penn- 
sylvania, in Philadelphia, a passenger train ran into the 
rear of anempty passenger train which had stenpee. 
and threw the two rear cars into the street, 30 ft. below. 
— were totally wrecked and the engine was dis- 
abled. 

4th, night, on Chesapeake & Ohio, at Russell, Ky.,a 
paneen er train collided with a freight car, which had 

een blown out of a siding in a gale. The engine was 
badly damaged and the baggage and express cars and 
two coaches were overturned. Engineer, fireman and a 
passenger injured. 

, on East Tennessee, Virginia & Georgia, near 
Kymulga, Ala., passenger train ran into the rear of a dis- 
abled freight, dama: ing the locomotive. Engineer hurt. 

7th, on Norfolk & Western, near Max Meadows, Va., 
a passenger train ran over a misplaced switch and into 
the rear of a construction train standing on a side track, 
doing ones, damage. Fireman and postal clerk 
injured. 

th, on Denver & Rio Grande, at Pueblo, Colo., a pas- 

senger train collided with a work train entering a sid- 
ing, doing considerable damage. Engineer and 5 
passengers injured. 

7th, on New York, Ontario & Western, at Gilletts, 
N. Y., a passenger train ran into the rear of an ac- 
commodation train, damaging engine and rear coach. 
Two passengers injured. 

8th, on New York Central & Hudson River, near 
Hudson, N. Y., an empty engine ran into the rear of a 
freight train, damaging caboose and several cars. 
Brakeman injured. 

8th, on Illinois Central, at Monee, IIl., a passenger 
train collided with a freight car standing on the main 
track, doing some damage. 

9th, on Norfolk & Western, near Salem, Va., a freight 
train ran into the rear of a preceding freight, doing 
some damage. 

10th, on St. Louis, Iron Mountain & Southern, in St. 
Louis, Mo., a passenger train collided with some freight 
cars, doing some damage. 

12th, on Denver & Rio Grande, near Florence, Col., a 
passenger train ran into the rear of a freight train, de- 
railing locomotive and damaging several cars. ‘wo 
passengers injured. 

13th, on Louisville, New Albany & Chicago, at New 
Providence, Ind., a freight train dashed into the rear 
car of another freight entering a siding, badly wreck- 
ing the engine, killing the engineer and seriously injur- 
ing the fireman. 

13th, on Chesapeake & Ohio, at Gladstone, Va., a pas- 
senger train ran over a misplaced switch and into the 
rear of a freight train, wrecking engine and caboose 
and derailing several cars in each train. A trainman 
and a tramp stealing aride on the baggage car trucks 
were killed and 5 trainmen injured. 

14th, on Atchison, Topeka & Santa Fe, at_ Dodge City, 
Kan., passenger train No. 3 ran over a misplaced switch 
and struck a switch engine, badly damaging both loco- 
motives. One fireman and a tramp were killed. 

14th, on Hannibal & St. Joseph, at Chillicothe, Mo., a 
local freight train standing at the station was run into 
at the rear by a fast stock train. A woman who was 
just stepping on to the caboose of the local freight was 

illed and another passenger and a brakeman were 
fatally injured. 

14th, on Baltimore & Ohid, near Wilmington, Del., a 

passenger train collided with some freight cars stand- 
ing on the main track, wrecking engine and 3 cars. 
Brakeman injured. 

15th, on New York, Pennsylvania & Ohio, near Ash- 
land, U., westbound passenger train No.5 ran into the 
rear of a preceding freight train which had stopped 
where the view was short. Engine, caboose and 3 freight 
cars wrecked. It is said that the flagman did not go 
back far enough. 

15th, on Chicago, Burlington & Quircy, near Burling- 
ton, Ia., a fast freight train ran into the rear of a pre- 
ceding freight, doing considerable damage. 

16th, on Baltimore & Ohio, near Hartford, Md., a 
southbound freight train ran into the rear of a: preced- 
ing freight which had become stalled on a grade, wreck- 
ing 20 loaded cars. Fireman and a brakeman killed. 

17th, on Central of Georgia, near Macon, Ga., a freight 
train ran into the rear of a switching engine which was 
using the main track on the time of the freight. En- 
gineer pew | injured. 

17th, on Indianapolis, Decatur & Western, near Deca- 
tur, Til., freight train ran into rear of a_precedin 
freight. Two men in charge of horses were killed an 
another one injured. 

17th, on Cincinnati, Wabash & Michigan, at Wabash, 
Ind., passenger train No. 3 ran into the rear of freight 
No. 13, which had become stalled on a grade. The ca- 
boose was wrecked, but no wheels were derailed The 
collision occurred on the bridge over the Wabash River. 

17th, on Louisville & Nashville, at Cincinnati, O., a 
freight train became unmanageable on a steep grade and 
ran into some box cars, wrecking engine and four cars. 

17th, on Cincinnati, Hamilton & Dayton, at Cincin- 
nati, O., collision between a passenger train and a 
switching freight, doing some damage. 

18th, night, on Cincinnati, Jackson & Mackinaw, at 
Fort Wayne, Ind., a passenger train ran past the station 
and over a grade crossing, barely missing a passenger 
train on the Pittsburgh, Fort Wayne & Chicago, and 
ran into a freight _— standing in the ya Both 
engines were wrecked, and the cars of the passenger 
train badly damaged. The train was running at uncon- 
trolled speed because the engineer, Madison Vandevan- 
der, had been beaten on the head with a hammer, and 
was lying in the cab unconscious. Both he and Fireman 
Roadhouse were taken from the wreck in an unconscious 
condition, and the engineer died the next day. The fire- 
man at first said that train robbers had attacked the 
engine, but later confessed that he himself had killed his 





mate, It appears that there had been a feud between 





the menfor sometime. Roadhouse claims to have struck 
the engineer in self-defence. 
19th, on Connecticut River road, near North Charles- 
town, N. H., a northbound express train ran into the 
rear of an extra freight, damaging engine and wreck- 
ing caboose and 2 cars. Three trainmen injured. 
9th, at 10 p- m., on New York, Ontario & Western, 
near Cooks Falls, N. Y., a train of new passenger cars 
and cabooses, which had been stopped by a danger sig- 
nal, was run into at the rear by express freight No. 29. 
Two of the new passenger cars and the engine and 12 
loaded freight cars were derailed and thrown down a 
high bank. Engineer killed and 3 trainmen injured. 
Much of the wreck was burned up by oil from one of the 


cars. 

2lst, on St. Louis, Iron Mountain & Southern, at Mal- 
vern, Ark., the rear portion of a freight train which 
had stopped to do some switching was run into by a 
following freight, wrecking caboose and several cars, 
A passenger in the caboose was killed. 

2lst, on Union Pacific, at Rockford, Wash., a work 
train ran into the rear of a standing freight, making a 
bad wreck. Two trainmen injured. 

22d, night, on Central Vermont, near Windsor, Vt., a 
standing ~~ train was run into at the rear bya 
mixed train, badly damaging the engine and several flat 
cars. 

22d, on Chicago, Rock Island & Pacific, near Wiilard, 
Kan., a freight train broke in two and the rear portion 
was run into by a passenger train, wrecking engine, ex- 
— and smoking cars and caboose and a number of 

x cars. Several trainmen and a number of passengers 
injured. 

22d, on Chicago & Northwestern, at Malta, IIl., a pas- 
senger train ran over a misplaced switch and into some 
freight cars standing on a side track, wrecking the 
locomotive. Fireman killed and engineer bac ly hurt. 

24th, on Milwaukee, Lake Shore & Western, at Clinton- 
ville, Wis., a freight train ran into the rear of another 
freight, wrecking engine, caboose and 3 cars. 

24th, on Toledo & Ohio Central, at Thurstons, O., a 
freight train ran into the rear of a standing freight, 
wrecking engine and 6 cars, injuring a trainman. 

25th, on Louisville Southern, near Stine, Ky., a freight 
train ran into the rear of another freight, wrecking en- 
gine and half a dozen cars, 

25th, on Union Pacific, at Layton, Utah, a special pas- 
senger train ran into the rear of a preceding freight, 
slightly damaging several cars. Engineer injured by 
jumping and 3 qoseenges slightly hurt. 

26th, on New York, Pennsylvania & Ohio, near Silver 
Creek, N. Y., a freight train ran into the rear of another 
freight in a deep cut on a sharp curve, ditching the col- 
liding engine and wrecking caboose and a number of 
cars containing oil. The oil ignited and the caboose and 
2 cars, together with the combustible portion of the 
engine, were burned. A boy riding in the caboose was 

illed. 

28th, on Chicago & Northwestern, near Waukegan, 
Ill., passenger train ran into the rear of a freight train, 
doing slight damage. 

29th, on New York, Lake Erie & Western, near Harri- 
son, N. J., four cars of a freight train broke loose and 
ran back down grade into the head of a following freight, 
wrecking engine and 6 cars. 

29th, on Columbus, Hocking Valley & Toledo, near 
Delaware, O., a freight train ran into the rear of another 
freight on a trestle. Several cars were tipped off into 
ee and wrecked, and the trestle was badly dam- 
aged. 

30th, on Cleveland & Pittsburgh, at Empire, O., a 
freight train which had stopped to do some switching 
was run into at the rear by a following freight, the en- 

ine and several cars being wrecked. The track was 
Blocked for nearly 12 hours. It is said that the foremost 
train neglected to send out a flagman. 

30th, on Illinois Central, near Cobden, IIl., a freight 
train ran into the rear of a construction train, wrecking 
engine and 10 cars. One trainman injured by jumping. 

BUTTING. 

2d, on Pennsylvania, near Hyndman, Pa., butting col- 
lision between two freights, doing considerable damage. 

4th, on Central of Georgia, near Anderson, Ga., but- 
ting collision between two freight trains, one of which 
failed to obey orders to take a siding. Fireman killed. 

5th, on Louisville & Nashville, near Sparta, Ky., but- 
ting collision between two freight trains, wrecking the 
forward portion of both. Two trainmen injured. 

5th, on Grana Rapids & Indiana, near Bayview, Mich., 
butting collision between a passenger train and a freight 
train, wrecking the engines and a number of cars in 
each train. Ten passengers were injured, some of them 
in leaping from the train. 

6th, on Central Pacific, at Lucine Siding, Nev., a pas- 
senger train ran over a misplaced switch and into the 
head of a freight train standing on a siding, wrecking 
3engines. Fireman and 7 | acer injured. 

6th, 12:20 a. m., on Philadelphia, Wilmington & Balti- 
more, near Cheswold, Md., butting collision between 
two freight trains, owing to the crew on one of them 
misreading orders. Both engines and 9 cars wrecked. 

8th, on Chicago, Milwaukee & St. Paul, at Hastings, 
Minn., butting collision between an empty passenger 
train and a yard engine. The yard engine, the cab of 
which had been abandoned and the throttle of which 
had been opened by the shock, ran back and collided 
with a string of freight cars. Twoengines and several 
cars were wrecked and a trainman slightly injured. 

8th, on Georgia Pacific, near Temple, Ga., butting col- 
lision between a freight train and a construction train, 
wrecking the engines and several carsof both. The engi- 
neer of the freight was killed anda brakeman badly 
hurt. It is said that the runner of the freight, on mw 4 
flagged, called out to the flagman as his train passed, 
‘I’ve got my orders and am on time. The track is mine 
and they will have to clear the way.” 

8th, on Louisville & Nashville, at Clear Creek, Ala., 
butting collision between passenger train and extra 
freight, badly wrecking the forward portions of both 
trains. Five trainmen killed and another badly hurt. 
It is said that the passenger train neglected to take a 
siding as ordered. 

llth, on Union Pacific, at Denver, Colo., collision be- 
tween incoming freight train and a switching freight 
moving backward, doing considerable damage. 

llth, on Chesapeake & Ohio, near Scottsville, Va., 
butting collision between two freights, due to misinter- 
pretation of orders. Engines and 6 cars wrecked. 

13th, on Pittsburgh, Cincinnati & St. Louis, near 
Madisonville, O., butting collision between a passenger 
train and a construction train, due to misunderstandin 
of orders, wrecking both locomotives and injuring 5 
trainmen. 

13th, on Union Pacific, at Crook, Col., butting collision 
between two freights, disabling the engines and derail- 
ing several cars. Two trainmen injured. 

ith, on Louisville, New Albany & Chicago, near 
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Smithville, Ind., butting collision between an accommo- 
dation train and a freight, wrecking the forward por- 
tion of both, injuring 8 trainmen and 9 passengers. It 
is said that the accident was caused by the watch of one 
of the conductors stopping. 

16th, 1 a. m., on Atchison, Topeka & Santa Fe, near 
Olathe, Kan., butting collision between two freights 
running at speed, wrecking both engines and 8 cars. 
Engineer killed and 3 trainmen injured. 

i6th, on Delaware, Lackawanna & Western, at 
Newark, N.J., freight train ran into 2 cars which had 
broken loose from a switching freight. Two brakemen 
were fatally injured. 

16th, on Atchison, Topeka & Santa Fe, near Edgerton, 
Kan., butting collision between freights, due to a dis- 
—— mistake, wrecking both engine’ and 23 cars. 
ingineer killed and fireman badly injured. 

2ist, on Denver and Rio Grance, near Red Cliff, Col., 
butting collision between a passenger train and a light 
engine, damaging 3 locomotives. Two trainmen and an- 
other employé of the road injured. ; 

2ist, on Union Pacific, near Meacham, Ore., butting 
collision between a double-header freight and an empty 
engine. Three engines and 12 cars wrecked. 

2ist, on Old Colony, at North Dartmouth, Mass., but- 
ting collision between a freight train and a wor« train, 
wrecking 6 cars. 

22d, on Milwaukee, Lake Shore & Western, at Antigo, 
Wis., butting collision between freight trains, killing 
3 and injuring 1 trainmen.) 

23d, on Louisville & Nashville, at Birmingham, Ala., a 
yard engine ran over a misplaced switch and into the 
head of a freight train, damaging both engines. En- 
gineer hurt. 

25th, 2a. m., on Cincinnati, Hocking Valley & Toledo, 
near Fostoria, O., butting collision between freight 
second 56 and freight 49, wrecking both engines and 10 
cars. Second 56 had orders to wait for the other train 
at Fostoria, but the engineer pulled out under the im- 
pression that 49 had arrived. Itis stated that train 49 
displayed no headlight. 

27th, on Milwaukee, Lake Shore & WeStern, near 
Tigerton, Wis., butting collision between 2 freight 
trains while running at full speed on a sharp curve 
making a very bad wreck. Two trainmen killed and 4 | 
injured. Conflicting orders is given as the cause. 

27th, on Cleveland & Pittsburgh, at Toronto, O., but- 
ting collision between 2 freights, due to a mistake in 
orders, doing slight ——— 

27th, on Atchison, Topeka & Santa Fe, at Canon City, 
N. M., butting collision between a passenger train and a 
freight train, overturning and wrecking both engines 
and derailing several cars in each train. Engineer killed, 
fireman and express messenger injured. 

3ist,on New York, Ontario & Western, at Germyn, 
Pa., butting collision between a freight train and a work 
train, killing four laborers. 


CROSSING AND MISCELLANEOUS, 


9th, at the crossing near Sibley, Ark., a Kansas City, 
Memphis & Birmingham passenger train was run into 
by a Little Rock & Memphis freight, demolishing one | 
coach and derailing a number of others. Four passen- | 
gers killed and a dozen injured. 

10th, on Louisville & Nashville, near Birmingham, 
Ala., collision between an excursion train moving back- 
ward and a locomotive, damaging the rear coach. Five 
frightened passengers were injured in scrambling to 
escape from the car. 

llth, night, at the crossing near Rome, Ga., a Chatta- 
nooga, Rome & Columbus freight was not controlled 
and ran into an East Tennessee, Virginia & Georgia 
freight, wrecking engine and a number of cars. 

14th, on Maine Central, at Thorndike, Me., 3 cars of a 
freight train were badly damaged by acollision whi e 
making a flying switch, a brake chain having broken on 
one of the cars. Two trainmen injured. 

14th, on the Old prey Haag at Canton Mass., a pas- 
senger train was struck by a construction train, damag- 
ing one coach and injuring a passenger. 

15th, night, on Chicago, Burlington & Quincy, near 
Burlington, Ia., passenger train ran into the side of a 
freight train which was backing on toaturnout. The 
passenger engine and baggage car and several freight 
cars were derailed. 

15th, p. m., on Western New York & Pennsylvania, 
near Genesee Junction, N. Y., a West Shore freight 
train ran into the side of a Western New York & Penn- 
sylvania freight, near the crossing of the two roads. En- 
gineer and fireman jumped, but were fatally injured. 

15th, afternoon, on Pittsburgh, Cincinnati & St. Louis, 
at Kings Mills, O., two box cars, being thrown on toa 
siding by a flying switch, struck somecars loaded with 
powder with such force as to cause the contents of two 
of them (16 tons) to explode in rapid succession. The sta- 
tion building and a number of manufacturing establish- 
ments and dwellings were wrecked, set on fire and 
burned up. A brakeman standing on one of the cars 
and 8 persons working in the vicinity were killed, 
and 32 other persous were more or lessseverely injured, 
3 of whom have since died. 

15th, at Detroit, Mich., collision between Lake Shore 
& Michigan Southern and Detroit, Grand Haven & Mil- 
waukee switching engines, disabling both. 

19th, on Milwaukee, Lake Shore & Western, at Man- 
itowoc, Wis., a switching engine ran into a car standing 
in the yard, doing some damage, ey by employé. 

22d, on Central of New Jersey, near Red Bank, n: * 
two freight trains attempted simultaneously to back on 
to the main track from different sidings and demolished 
the cabooses. 

23d, at a crossing in Chi , Ill., a Chicago Belt 
special passenger train ran into a Chicago & Western 
Indiana freight, owing to the runner of the former dis- 
regarding signals. Engine and a flat car damaged. 
Three trainmen and a man inan adjacent building were 
injured, the latter being struck by a piece of a broken 
crossing gate. 

24th, at the crossing near Denver, Col., an Atchison, 
Topeka & Santa Fe passenger train ran into a Denver. 
Texas & Fort Worth freight, wrecking engine an 
overturning 6 box cars. It is said that the air brakes 
of the passenger train did not work properly. 

28th, at Terra Haute, Ind., collision between Evans- 
ville & Terra Haute a train and a Cleveland, 
Cincinnati, Chicago & St. uis locomotive, killing an 
engineer. 

sist, at the junction of the Louisville & Nashville and 
Kentucky Midland, at Frankfort, Ky., a runaway train 
of the latter road ran into some freight cars of the 
former, wrecking 2 cars and damaging the engine. 


DERAILMENTS. 
DEFECTS OF ROAD. 


2d, on New York, New Haven & Hartford, near New 
Canaan, Conn., passenger train derailed by the spreading 
of the rails and overturned in the ditch. 


ran on to a burning bridge and _ the engine and 3 
cars broke through it and were wrecked, the combusti- 
ble "et being burned up. 

8th, on Louisville & Nashville, near Henry, Tenn., en- 

ine and several cars of a constructivn train broke 
through a trestle. 

8th, on Union Pacific, near Boreas, Col., two cars of a 
freight train thrown from the track by the spreading of 
the rails and overturned down the side of a mountain, 
wrecking them completely. 

10th, on St. Louis, Iron Mountain & Southern, near 
Tucker, Mo., freight train thrown from the track by the 
spreading of the rails, wrecking a number of cars. 

21st, on Union Pacitic, near Medicine Bow, Wyo., pas- 
senger train thrown from the track by the spreading of 
the rails. 

21st, 11 p. m., on Chicago, Rock Island & Pacific, near 
Limon, Col., engine and 3 cars of a passenger train run- 
ning at speed were precipitated into a swollen stream 
where a bridge 30 ft. long and 15 ft. high had been 
washed away. Engineer killed and 4 trainmen and 9 
ea injured. There had been little rain along the 
ine of the road near the bridge and it is believed that 
the wreck of the bridge resulted from a ‘‘ cloudburst.” 

22d, on Union Pacific, at Emery, Wy., a coal train was 
thrown from the track by the spreading of the rails and 
14 cars were piled up in a bad wreck. 

28th, on Georgia Midland & Gulf, near Griffin, Ga., 4 
cars of a freight train thrown from the track by a broken 
rail, injuring a brakeman. 


DEFECTS OF EQUIPMENT. 


6th, on Union Pacific, near Shoshone, Idaho, as a 
double-header freight train was descending a steep grade 
an axle under the tender of the'foremost engine broke and 
the other locomotive, together with a number of cars, 
was derailed and ditched. A drover was killed and a 
fireman and 2 other drovers were injured. 

6th, on the Texas & Pacific, near Collinsville, Tex., a 
freight train was derailed on a bridge by the breaking 
of a wheel, causing the structure to give way and pre- 
cipitating 13 cars into the creek. 

Oth, on Housatonic road, at Bridgeport, Conn., 4 cars 


|of a freight were derailed by a brake-beam dropping 


and disarranging a switch. 

llth, ox Ohio River road, near Ravenswood, W. Va., 
15 cars of a freight train were derailed and wrecked by 
the breaking of a journal. One trainman killed and 3 
tramps injured. 

30th, on Georgia Pacific, at Holly Point, Miss., several 
cars of freight train derailed by a broken axle. 


NEGLIGENCE IN OPERATING. 


12th, on New York Central & Hudson River, near 
Medina, N. Y., a passenger train struck a misplaced 
switch at a private siding and the engine ran off the 
end of the track and crashed into a warehouse. The 
cars were not derailed. It is supposed that the switch 
had been maliciously misplaced. 

17th, on Atchison, Topeka & Santa Fe, near Lama 
Junction, N. M., a freight train became uncontrollable 
in descending a steep grade and was derailed and 
wrecked at acurve. Fireman und brakeman killed and 
ees and 2 stockmen injured. 

20th, on Northern Pacific, at Tacoma, Wash., yard 
engine derailed at an unfastened switch. 

22d, on Zanesville & Ohio River road, near Zanesville, 
O., a freight train of 4 cars, being ushed by an engine, 
ran over a hand car and was derailed. Two trainmen 
and alumberman injured. 

23d, on East Tennessee, Virginia & Georgia, at Mossy 
—— Tenn., passenyer train derailed by a misplaced 
switch. 

27th, on Chicago, Milwaukee & St. Paul, at Kilbourn, 
Wis., a baggage truck was struck by a mail bag thrown 
off a swiftly moving passenger train, and fell off the 
platform underneath the cars, —s of them. 

29th, on Central of Georgia, near Macon, Ga., loco- 
— of a switching freight derailed by a misplaced 
switch. 

3lst, night, on Cleveland & Pittsburgh, at Smith’s 
Ferry, Pa., a part of a freight train was turned upon a 
side track by an unfastened switch, 3 cars being de- 
railed. 

UNFORESEEN OBSTRUCTIONS. 


Ist, on Queen & Crescent Route, near Pachuta, Miss., 
a passenger train ran over a cow, derailing and damag- 
ing engine, baggage and express cars. 

6th, on Denver & Rio Grande, near Carracas, Colo., a 
construction train, consisting of engine and one car, 
filled with laborers, in descending a steep —- became 
uncontrollable at a point where, locusts had swarmed 
upon the rails, and ran at high speed to a curve, where 
it was derailed, hurled against the mountain and com- 
pletely wrecked. 

An engine with a gang of men dispatched to the 
a a a similar fate. Thre2 men killed and 15 
injured. 

th, at 2.30 a. m., on Northern Pacific, at Fargo, N. D., 
a passenger train leaving the station was struck bya 
cyclone and all the cars were overturned, injuring 19 
passengers and trainmen, none of them seriously. 

8th, on Louisville & Nashville, near Magella, Ala.,a 
passenger train ran over a steer, derailing 2 cars. 

10th, on East Tennessee, Virginia & Georgia, near 
Talladega, Ala., a freight train ran over a steer and the 
engine and 10 cars were derailed and damaged. 

10th, on Louisville, New Albany & Chicago, near Salt 
Creek, Ind., passenger train derailed by running into a 
tree which had been blown down acruss the track. 

10th, on Florida Central & Peninsular, near Madison, 
Fla.,a mixed train ran into a tree which had been 
blown down across the track, causing engine and 6 
box cars to leave the track and go over an embank- 
ment. 

11th, on Housatonic road, in Birmingham, Conn., a pas- 
senger train ran intoa circus wagon which had got stuck 
upon a crossing, derailing the front trucks of the engine. 

llth, night, on Wilmington Sea Coast road, near 
Hammock's, S. C., the tender of a passenger train was 
derailed at a frog which had been tampered with, and 
was overturned in the ditch. Engineer hurt. 

15th, on Chicago, Burlington & Quincy, at Hegener. 
Ill., freight train derailed and wrecked at a washout. 
Brakeman killed. 

17th, on St. Louis, Arkansas & Texas, near Omaha, 
Tex., a work train with the engine at the rear end was 
derailed by running over a horse. Conductor and one 
brakeman killed. 

19th, on Cincinnati, New Orleans & Texas Pacific, near 
Vicksburg, Miss., a passenger train ran over some cattle, 
and the forward portion of the train, qn 2 
jo was derailed and upset. Trainman injured by 

umping. 

20th, on. Louisville, New- Albany & Chicago, near 
Delphi, Ind.; a passenger train ran over a cow, deraili: 





2d, on Union Pacific, near Mosher, Or., a freight train 





engine and 3 cars, The engine was overturned in 





the ditch and badly wrecked, killing the engineer and 
injuring fireman. 
th, on Louisville & Nashville, near Sulphur, Ky., a 
freight train ran over a horse which had got caught ina 
bridge, and the engine was derailed and overturned in 
the ditch, killing the fireman and badly injuring the en- 
gineer and a brakeman. 
30th, on Philadelphia & Reading, in Tenth street, 
Philadelphia, a car in aswitching freight was derailed 
by a stone upon the track. Conductor and brakeman 
injured and a small building demolished. The stone 
was carelessly left upon the track by men engaged in 
paving the street. 
UNEX PLAINED. 


Ist, on Richmond & Danville, near Norcross, Ga., 
freight train derailed and 3 cars wrecked. Brake- 
man injured. 

Ast, on Central of New Jersey, at Plainfield, N. J., en- 
gine of freight train derailed at a frog. 

5th, on Kansas City, Memphis & Birmingham, at Cor- 
dova, Ala., freight train derailed. 

6th, on Louisville & Nashville, near Louisville, Ky., 
2 cars of a freight train derailed at a switch. 

7th, on East Tennessee, Virginia & Georgia, near Ky- 
mulga, Ala., car of freight train derailed. 

7th, on Illinois Cen ral, at Maneto, Llll., an excursion 
train running about 35 miles an hour was derailed at a 
defective or unfastened switch. One car was thrown 
crosswise of the track and, together with a number of 
others, badly damaged. A passenger riding on the plat- 
form of one of the cars was killed and 5 other passengers 
were injured. 

8th, on Georgia Pacific, at Salt Springs, Ga., engine de- 
railed on a side track. 

8th, on Meadville and Linesville, at Watson Run, Pa., 
4 cars of an excursion train were derailed, one of them 
being overturned in the ditch, iajuring a passenger. 

14th, on Chicago & West Michigan, near Irons, Mich., 
engine of construction train derailed. ‘‘'wo trainmen 
injured. 

15th, night, on Boston & Maine, near Bridgewater, N. 
H., 8 cars of a freight train derailed, blocking the road 
half a day. 

17th, on Kansas City, Fort Scott & Memphis, near 
Mansfield, Mo., engine and 6 cars of freight train were 
derailed at a curve and wrecked, killing the fireman. 

19th, on Central of Georgia, near Albany, Ga., freight 
train derailed. One brakeman killed. 

20th, on Northern Pacific, at Tacoma, Wash., passen- 
ger train derailed. 

20th, on Baltimore & Ohio, near New Concord, O., 
— train derailed, 7 cars being ditched. 

22d,on Kansas City, Memphis & Birmingham, near 
— Miss., tender of engine of passenger train de- 
railed. 

_ 23d, on Duluth, South Shore & Atlantic, near Ishpem- 
ing, Mich., engine and several cars of passenger train 
derailed and ditched. 

24th, on Southern Pacific. near Nord, Cal., 5 cars of a 
passenger train derailed, injuring 2 a 

28th, on Kinderhook & Hudson, near Mossman’s, N. 
Y., the engine of a construction train was derailed on a 
trestle and tipped off into the creek. Two trainmen 
injured. 

29th, on Columbus & Western, at Birmingham, Ala., 3 
cars of coal train derailed and wrecked. 

30th, on Louisville & Nashville, near Franklin, Ky. 
several cars of freight train derailed. 

30th, on East Tennessee, Virginia & Georgia, near 
Macon, Ga., 8 loaded cars in a freight train derailed. 

OTHER ACCIDENTS. 

14th, on Baltimore & Potomac, near Brandywine, Md., 
eccentric-rod of engine of passenger train broke and tore 
a hole in the firebox. 

14th, on Pennsylvania road, near Kirkland Station, Pa. 
as a passenger train was passing underneath a highway 
bridge a large stone was dropped down upon and broke 
through that part of the roof of one of the coaches pro- 
jecting over the platform, slightly in pang 3 a brakeman. 

16th, on Boston & Maine, near Berlin, Mass., parallel 
rod of engine of a fast passenger train broke, wrecking 
the cab. 

17th, on Lehigh Valley road, near Allentown, Pa., the 
head-light and smoke-stack of engine of passenger train 
were knocked off by running into a telegraph pole 
which had been blown down across the track. 

21st, on Pennsylvania road, near Frazer, Pa., a freight 
train broke in two, throwing a brakeman oft the car on 
to the track and killing him. 

30th, on Old Colony, at Boston, Mass., coupling be- 
tween engine and tender of an express train broke, de- 
taining the train an hour. 

A summary will be found in another column. 








New England Roadmasters’ Association. 


The eight annual convention of this Association was 
opened at the American House, Boston, on Aug. 20, at 
2 p.m, President G. W. Bishop (Fitchburg) in the chair. 

After the reading minutes of the last meeting and 
transacting other routine business the following officers 
were elected for the ensuing year: 

President, W. E. Clark (Vermont Valley); Vice-Presi- 
dent, F. C. Clark (Housatonic); Secretary and Treasurer, 
G. L. R. French (Boston & Maine); Chaplain, E. W. 
Horner (Central Vermont). Executive Committee: Presi- 
dent, Vice-President, Secretary and Treasurer and C. B. 
Lentell (Boston & Albany); F. D. Holbrook (New York, 
New Haven & Hartford), E,W. Horner (Central Ver- 
mont), A. C. Stickney (Boston & Maine). The resignation 
of Mr. W. F. Ellis, the former Secretary of the Associa- 
tion, now with the Dunham Manufacturing Co., was ac- 
cepted and avote of thanks was tendered him for his 
faithfulness as Secretary for the past seven years. The 
committee reports were then read as follows: 

The report of Messrs. J. W. Shanks, J. McManama and 
F. C, Clark, Committee on the Best Method of Repair in 
Winter and Spring, was to the effect that with a good 
roadbed the first consideration is to have enough men. 
Five miles of single track and four miles of double track 
should be the outside jlimit for the length of sections, 
and this length should be proportionately shortened by 
the amount of yard tracks that are to be cared for, (As 
to the number of men per mile we find that on roads 


' where one man per mile is allowed the men have to work 
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fully as hard as on roads where only about one-half the 
number are employed.) On some roads the trackmen are 
required to do so much outside work that on the amount 
of labor directly chargeable to track work there would be 
a balance in favor of the latter. It is not economy for 
the sectionmen to do all outside work, or even the greater 
part of it. It destroys the ambition of the men, and 
ruins their pride in theirsection. The track force should 
be increased to the highest limit at the opening of 
spring, so as to get poor ties out and new ties into the 
track before the hot weather comes, or say by July 1, at 
which time the men relieved can find ready work at good 
wages. 

The Committee on Inspection and Premiums, J. R. 
Patch and C. B. Lentell, reported in substance: 

Each section master should send one reliable man 
over his entire section every morning, Sundays included, 
providing there are night or Sunday trains run; he 
also should send a man over his entire section after every 
storm or hard shower, either day or night. All sec. 
tion masters should inspect the whole road together 
once each year. There should bea yearly inspection of 
road by men competent to judge of its condition. First 
and second premiums should be offered to the section 
masters who make the best showing for the year, all 
things considered. 

The Committee on Frogs and Switches, L. J. Spauld- 
ing and S. Bodwell, Jr., reported as follows: 

The Tyler switch, with its castings, has had its day, 
as it is not in all cases a safety switch with the present 
heavy locomotives. The Cook switch is an improve- 
ment on the Tyler, and is, with its steel fittings in place 
of castings, a much safer switch; but there is still the 
stub switch, with its open joint in winter and tight in 
summer, with loose head block to be tamped every few 
days. The split switch, with an automatic stand, is as 
nearly perfect as any that has yet been introduced. No 
road can afford to use a stub switch on the main line. 

The greatest cause for renewal of frogs is hollow 
wheels. The practice of some roads of taking worn-out 
wheels from passenger cars and putting them under 
freight cars is bad. 

The Committee on Ties, R. Hyland and Wm. E. Clark, 
reported in favor of a standard tie 9 ft. long, 7 in. thick 
and 6-in. face or more. Ties to be equally spaced, with 
the large end under the inside rail on curves. Three 
thousand per mile under all weights of rail. 


DISCUSSION. 


In the discussion on the first report Mr. W. E. CLARK 
(Vermont Valley) said: Culverts should be cleaned out 
thoroughly. All culverts emptying toward the west 
freeze up if not banked. During the summer we dig 
deep and shim to obviate the necessity of shimming 
in winter. In the winter the shims are removed. We 
have had trouble in the spring with breaking through 
the frost and going into the mud. As soon as the frost 
is out of the ground ties are put in while the track is 


rough. We calculate to get the ties all in by the first of 
July. 
Mr. K. HyLAnpD (Cheshire): With about 18 in. of 


gravel no breaking through will occur. 

Mr. E. W. HorRNER (Central Vermont) : Shimming is 
time wasted. It would be a better investment for roads 
to put on sufficient ballast to prevent heaving. 

Mr. J. S. LANE (late N. Y., N. H. & H.): Last year 
we had little frost or snow and little heaving. With 
rock ballast we got along with three or four men to the 
mile of double track. I should not want to take the re- 
sponsibility of so small a number of men ona gravel 
ballasted road. Our sections were supplied with light 
hand cars, and we had no trouble ia keeping the road- 
bed in good condition. 

Mr. G. W. BisHop (Fitchburg): Our passenger trains 
run as fast in winter as they do in summer, and our road- 
bed must be maintained. Our first trouble is sub-grad- 
ing. Every time a train goes over the track it leaves a 
depression in the clay. Water will accumulate, and 
the track will heave in consequence of the water ex- 
panding. We should dig cut the worst places and fill 
with gravel—it does not cost much, and in a few years 
your roadbed will be smooth. Shimming is expensive. 
All divisions have good sections—and on these good 
sections the men will be putting in ties about the middle 
of April, while on the poorer sections, where the clay is, 
the shims must be removed and gravel put in, keeping 
these sections continually behind in the work. I wish 
that our superior officers would see the advisability of 
spending more money and giving us more gravel trains. 

Mr. C. B. LENTELL (Boston & Albany): I do not think 
that stone ballast is indispensable to a good roadbed. I 
believe that a good foundation of 2 ft. of gravel ballast 
with good drainage is sufficient. Repairs will not be 
expensive when this idea is carried out. 

Mr. HoRNER: I would like to be more emphatic in 
regard toshimming. Every minute spent in shimming 
is time thrown away. If the same amount was expended 
on gravei, shimming would not be necessary. The same 
money put into permanent ballast would make a per- 
fect track in a short time. 

Mr. Greer:I do not believe in shimming, and I move 
that that part relating to shimming be omitted in the 
discussion. 

Mr. HyLanp:I think shimming will bear discussion. 
{ have been shimming for 40 years, and consider it 
necessary. Track can be shimmed to be perfectly safe. 


EXHIBITS. 


| the engine has steamed well and made the schedule 


George J. Akers, agent for Fairbanks, Morse & Co., of time without exception. Several changes are to be made 


| in details. The exhaust nozzles have been contracted 


Chicago, exhibits the Barrett track, bridge and car jack, | to 31 in. ‘openings, and it was then found that some 
Fairbanks’ Sheffield standard section hand car and rail-;| sparks were thrown, necessitating the addition of the 


road velocipedes and pressed steel wheel for hand and 
push cars. 

Carlisle Mfg. Co., Carlisle, Pa.—Blue prints and models 
of Boyd's patent key-bolt frogs, patent re-enforced T 
bar switches, clamp frogs of various descriptions and 
automatic yard and main line switch stands. 

Positive Nut Lock Co., Jeffersonville, O.—Samples 
of the positive nut lock. 

C. W. Hunt Co., 45 Broadway, New York City.--Samples 
of stevedore hoisting rope; blue prints of coal han- 
dling machinery. 

Dilworth, Porter & Co. (Limited), Pittsburgh, Pa.— 
Samples of the Goldie spike and specimens of the spike 
driven into timber. . 

National Lock Washer Co., Newark, N. J.—Samples of 
nut locks and model of a track jack. 

Dunham Manufacturing Co., Boston & Chicago.—Im- 
proved Servis tie plate with three ribs. 

Ruffner & Dunn, Philadelphia, Pa.—Excelsior nut 
lock. 

George C. Dressel & Co., 715-719 East 173d street, New 
York—Samples of the Dressel locomotive signal lamp. 

Weir Frog Co., Cincinnati, O.—Drawings of the new 
automatic high switch stand and die-formed steel rail 
braces, 

Standard Railway Rail Joint Co., Boston, Mass,— 
Model of the standard rail joint. 

Bush Interlocking Bolt Co., 133 South Fourth street, 
Philadelphia, Pa.—Samples and models of the new im- 
proved Bush interlocking bolt. 

Page Woven Wire Fence Co., Adrian, Mich.—Samples 
of the Page coiled spring woven wire fencing. 

Kalamazoo Railroad Velocipede & Car Co., Kalama- 
zoo, Mich.; represented by the Montauk Railway Sup- 
ply Co., 115 Broadway, New York—Blue prints and 
photographs of the Kalamazoo steel surface cattle 
guard. 








TECHNICAL. 


Iron and Steel. 

The strike of the employés of the New Jersey Steel & 
Iron Co., at Trenton, N. J, has ended, by the old em- 
ployés agreeing to go back to work on the basis of the 
scale adopted by the Association of Amalgamated Iron 
and Steel Workers. 

The Winkler Saw Vise. 
The Stow Mfg. Co., Binghamton, N. Y.,is introducing 





the Winkler 
saw vise shown 
herewith. It is 
designed for 
holding circr 
lar saws up t: 
20-in. diametc« 

during filin. 

and _— setting 

The setting i 

done by placiu:: 
the saw on ai. 
adjustable ar- 
bor, shown in 
the cut, which 
brings the teeth 
directly over a 
hardened steel 
plug in the top 
of the vise. By 
using a ham- 
mer a perfectly 
uniform set can 
be given to the 
teeth. The apparatus weighs 25 lbs. 


A New Stuffing for Car Seats. 

There was exhibited at the recent conventions at Old 
Point Comfort a knitted fabric which is intended for 
use in stuffing car seats and.backs to take the place of 
curled hair. This fabric is quilted by a knitting process, 
and is quite different in appearance from any other 
textile fabric manufactured. The filling is carried and 
confined in an untwisted state, thus scours the soft- 
ness of the natural fibre. Each section of filling is se- 
cured in separate pockets. Itis not found to mat or 
harden, and it is claimed that the cost is much 
less than curled hair, as _ the labor in upholsterin 

is greatly diminished, and the back of the plus 

be cut. The fabric is used 





is much less liable to 





as well for mattresses, pillows, bolsters, table padding 
and for all upholstery ras and is made in all thick- 
nesses from % in. to 3 in. It has been in use on the 
Delaware, Lackawanna & Western road for the past six 
years at the Soldiers’ Home, Hampton, Va., and also at 
numerous hotels and institutions. It is only since the 
making of large additions to the works that the railroad 
trade has been solicited, for the reason that the capacit: 
for manufacturing has been taxed to its utmost to fill 
other fields. It is made by the Knitted Mattress Co., 
Canton, Mass. 


Downward Draft Locomotive. 

The new locomotive with downward draft furnace 
has been run for a week, tworound trips per day, on the 
route from Portland, Me., to Sebago ke, 18 miles, 
making 72 miles each day, with and two . 
rd showing results. is 

line has many grades of about 





senger cars, the reco’ 
ft. to the mile and 





usual extension smoke box with baffle plate and screen. 
The boiler carries 145 lbs. steam pressure, and with 
the above train the cut-off is worked in the first notch 
from the centre, or about 2 in. of the stroke, which 
is unfavorable for the quickest steaming. 

The engine used less than one-half a ton of coal for the 
round trip and less than one ton in 24 hours, including 
banking over night and — up steam inthe morning. 
The depth of coal carried on the grate is 10 to 12 in., an 
slicing of the fire is not required during the round tri 
of 36 miles. The ew used was a light 
ton engine,:and burned two tons per day of 24 hours. 
The new engine has taken 19 long cars of coal over the 
road, with cut-off at6in. It has been noticed that the 
front end of the grate is insufficiently supplied with 
air for perfect combustion. To remedy this defect two 
4-in. air pipes have been put through the sides of the 
fire box, with bell mouths opening to the front. The 
amount of water used has not yet been determined. 


Notes. 


About 200 yardmen of the Wabash struck Aug. 16 be- 
cause their pay was behind time. When the pay checks 
arrived they returned to their posts. 

Missouri Pacific express train No. 3 was robbed by 
masked men near Sedalia, Mo., on the night of Aug. 17. 
It is said that about $30,000 was secured. 

The Governor of New Mexico telegraphed to Washing- 
ton last week for troops to protect mail trains, railroad 
employés naving been warned to quit work and other- 
wise intimidated. 

The demand of the switchmen on the Peoria, Decatur 
& Evansville for “‘ the Chicago scale” was granted Aug. 
15, after the freight traffic of the road had been block- 
aded for three days. 

The furious tornado which struck Wilkesbarre, Pa., 
on Tuesday of this week, killing 15 or 20 persons, 
wrecked the Lehigh Valley passenger station and the 
Pennsylvania engine house. 

The various Connecticut roads that were called to ac- 
count by the Railroad Commissioners for not abolishing 
grade crossings according to law have replied, giving 
reasons for delays in various cases, The Sontect New 
—~ en & Western claims to have complied with the 

aw. 

Cloudbursts in Colorado Aug. 13 and 15 badly washed 
out many miles of track. In Colorado Springs $200,000 
damage was done. In Four Mile Cafion,near Florissant, 
the Colorado Midland had three-fourths of a mile of track 
displaced and two small bridges carried away. At 
another point it is said that 12 miles of track had to be 
rebuilt. 

The switchmen of the Chicago, Rock Island & Pacific, 
at Chicago, struck on Saturday night last. Two days 
before the men went out because of the discharge of one 
of their number, and went back on the promise of the 
Yardmaster that he would be reinstated. This not hav- 
ing been done, the switchmen struck. The matter was 
settled on Monday. 


A Santa Fe dispatch says: Travelers to the Pacific 
Coast have all been going over the Atlantic & Pacific 
Railroad lately, as owing to the washouts on the 
Southern Pacific in Grant County, N. M., and in 
Arizona, trains have been laid up for several days at a 
time at Deming. On the Sonora Railroad the washouts 
are so bad _ that the railroad company has equipped a 
stage-coach line across the washouts, which extend for 
over 60 miles, It will probably take several months to 
get the line in running order again. 


| Foreign Notes. 


The German town Halle has an electric railroad on the 
Sprague system. It is owned and operated by a Berlin 
company, which has secured the right for a period of 29 
years. 


The Jaffa-Jerusalem railroad, commenced a short time 
ago, is in the hands of a French company—the Société 
Anonyme Ottomane du chemin de fer de Jaffa-Jerusa- 
lem—with headquarters at Jaffa. 


In view of the national exhibition to be held at Prague 
Austria, in 1891, vd poy is on foot to build an electric 
street railroad, and to have it ready as one of the objects 
cf interest. The road is to be about 2,500 ft. long. 


No concession has yet been granted for building the 
Jungfrau railroad. The authorities have concluded to post- 
pone this matter until the autumn, and inthe meantime 
are gathering expert opinion as to the practicability of 
the undertaking. 

Two submarine cables are shortly to connect England 
and Sweden and Norway. One of them will run from 
Gothenburg to Newcastle-on-Tyne. The communica- 
tion thus established will be the first direct cable con- 
nection between these countries. The undertaking 
is in the hands of the Great Northern Telegraph Co. 

Complaints continue to be made, particularly by Swiss 
firms, of the inefficient management of the Italian rail- 
roads connecting with the St. Gothard line. The slow- 
ness of transportation is given special prominence, and 
insufficient rolling stock is cited as one of the main 
causes. The laying of adouble track on some of the 
principal lines is strongly urged, and is now under 
consideration. 


Steel Cross Ties, Nickel Plated. 


The Stranded Actors’ Mutual Relief Association may 
next be expected to air their grievances and to demand 
of railroad companies ater uniformity in the laying of 
ties, so that they shal! conform accurately and invari- 
ably to the stage stride. It is terribly wearing on the 
actors’ legs to step one step of 6 in., the next of 3 ft. and 
then one of 12 in.; and then what a figure he makes to 
passengers in the passing train!—Boston Transcript. 


Wages on the Atchison. 


The following schedule of wages and rules went into 
effect on the Atchison, Topeka & Santé. Fe Aug. 1: Pas- 
senger service—Runs of 4,000 miles a month and over, 
conductors $125 a month and brakemen $60 on all divis- 
ions encepting the Western, New Mexico and Rio Grande. 
On the Western Division, brakemen $65 a month, and on 
the New Mexico and Rio Grande divisions, conductors 
$130 and brakemen $70a month. Runs of less than 4,000 
miles, conductors $100 and $105 for the respective divi- 
Sumy Sameer above, and brakemen $55, $60 and $65 a 
month. 

Freight service—Regular runs, conductors $90 and 
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brakemen $60; irregular service, conductors three cents 
and brakemen two cents a mile on the Eastern, Middle 
and Southern Kansas and Southern and Western divi- 
sions; Pueblo to Denver, conductors three and one-sixth 
cents and brakemen twoand one-sixth cents a mile; New 
Mexico division, Raton to Las Vegas, conductors three 
cents and brakemen two and one-sixth cents a mile 
Las Vegas to Wallace, conductors three and one-half 
centsand brakemen two and one-half cents a mile; Rio 
Grande division, conductors three and one-sixth cents 
and brakemen two and one-third cents a mile. 

Work-train service—Conductors $90, $95 and $100, ac- 
cording to divisions as named above, and brakemen $60. 
$65 and $80. Conductors will receive 30 cents and 
brakemen 20 cents per hour for 10 hours’ work for each 
run where any run of less than 100 miles is made, and 
the same rate of pay for overtime in excess of 10 hours 
for a 100-mile run. Nothing less than 30 minutes will be 
paid for as an hour. 

All employés shall be in the line of promotion, quali- 
fications, ete., being taken into account, and division 
superintendents are required to keep accurate records 
of the men, noting efficiency, capability, habits, etc. If 
a trainman feels that he has been discriminated against 
in the matter of promotion he may complain to the Divi- 
sion Superintendent, and if he is not satisfied he may 
then appeal to the General Superintendent and the Gen- 
eral Manager. No trainman shall be dismissed without 
just cause,and any employé dismissed shall have the right 
to make a written appeal to the Division Superintendent 
and then to the General Superintendent and the General 
Manager. If it shall be found upon investigation that 
the dismissal was without cause, such employé shall be 
reinstated and shall be paid for the time lost. Any em- 
nloyé who feels that he is, for any cause, aggrieved shall 
1ave the right to appeal to the General Superintendent 
and the General Manager. Dismissals without a hearing 
may be made fordrinking, insubordination and respon- 
sibility for collisions. The company reserves the right, 
nothwithstanding the promotion system, to employ ex- 
perienced men when the good of the service requires it. 
English Engineers of American Roads, 


Percy Livesey, of the engineering firm of James Livesey 
Son, of London, is in Philadelphia. His firm, saysa 
local paper, are the engineers of 30 railroads now in 
course of construction, including one in Spain, one in 
Bolivia, 6 in Peru, 2 in Costa Rica, 3 in Venezuela, 2 in 
Chili, 12 in the Argentine Republic, 6 in Uruguay and 1 
in Mexico. For these roads the Allison Manufacturing 
Co., Philadelphia, is buileing 300 cars; St. Charles Car 
Works, St. Charles, Mo., 20; Gilbert Car Co., Troy, N. 
Y., 400; Rogers’ Locomotive Works, Paterson, N. J., 15 
Locomotives; Baldwin Locomotive Works, 13 locomo- 
tives, Five bridges are in course of construction at 
Phoenixville. 

The New Orleans 


The special committee appointed by the New Or- 
leans Levee District Board to consider the city 
surveyor’s suggestions as to levee building have 
approved his plans. The recommendations were that 
the levees in front of the city receive attention 
first, and that in the suburban portion of the city 
the levees be built 3 ft. above the highest water of this 
year, or up to the 20-ft. mark on the gauge. In the com- 
mercial portion of the city the grade of the levees should 
be made lower, and they should be constructed of more 
permanent material than earth. He recommends grand 
embankments on an 18-ft. grade, with a 20-ft. crown, 
and «lones as flat as possible. 

Harbor Improvements, 


Sealed tenders addressed to the Secretary of the Pub- 
lic Works Department at Ottawa, Can., will be received 
until Aug. 26 for dredging in the harbor of Belleville, 
Ont., in accordance with specifications. 

Elevators. 

Four elevators having a capacity of 33,000 bushels each 
are tobe constructed along the line of the Morris & 
Brandon branch of the Northern Pacific & Manitoba 
Railroad. These elevators will be erected at Balda, Hil- 
ton, Wawanesa and Brandon. They will be completed 
this season. 
Strategy or Lawlessness—W hich ? 


Dayton, O., Aug. 17.—Last night 75 workmen in the 
employ of the Pennsylvania Co. laid a track along and 
across Linden avenue, in one place occupying nearly the 
entire street. When discovered by the authorities this 
morning the work was nearly completed, and it wus too 
late for an injunction. Later in the day the city com- 
missioners employed a force of men, who tore up the 
track completely. 

LOGANSPORT, Ind., Aug. 17.—At 4 o’clock this morning 
200 Pennsylvania trackmen arrived here and in 40 min- 
utes laid a second track of one-fourth of a mile on Canal 
street in the face of the protests of property-owners and 
in violation of a restraining order issued in 1883. Super- 
intendent Bennett, Trainmaster Green and Supervisor 
Jones were arrested this evening and gave bonds. 

The Welsh Strike Ended. 


Representatives of the railroad authorities and the 
striking employes met at Cardift on Aug. 14, and arrived 
at asettlement. The strike is thus ended. The men 
will be paid for at least sixty hours work weekly and 
shal! not suffer from enforced holidays. Various minor 
concessions are also made by the employers. 


Levees. 





LOCOMOTIVE BUILDING. 
It is reported that the Canadian Pacific has placed an 


order for 30 new locomotives, most of them to be used 
on the Western lines. 


The Cincinnati, Hamilton & Dayton has ordered two 
heavy passenger engines from the Schenectady Locomo- 
tive Works to be delivered this month and three in Sep- 
tember. The Brooks Works are building two heavy 
switching engines and the Baldwin Works five freight 
engines. 


~ CAR BUILDING. _ 
The Kingston Car Works delivered 10 platform cars to 
the Intercolonial last week and are building a large 
number of others for the same road. 

The Georgia Midland & Gulf has recently placed 


orders for 100 ventilated cars, 30 other freight cars and 
two passenger cars. 


The Columbia & Puget Sound is having 50 new coal 
cars, each of ten tons capacity, built at its shops at 
Seattle. 

The New York, Lake Erie & Western has completed a 
new pay car at its Buffalo shops for the Eastern lines. 
The car has an observation room at one end. 

The Emerson Car Co. has been organized at Charles- 
ton, S. C., to manufacture a ventilating apparatus for 








railroad cars invented by A.S. Emerson. The capital 
stock is $300,000. The incorporators are A. F. Ravenel, 
C. S. Gadsden, C. M. Ward, J. W. Craig, J. K. P. Bryan, 
A. S. Emerson, F. S. Rodgers, M. Brown, and others. 


The Louisville, New Orleans & Texas has_ placed in 
service a number of passenger vars built by the Barney 
& Smith Mfg. Co., of Dayton, O. 


‘‘The Blue Line Limited.*’ 

Some reference has been made to the cars being built 
by the Pullman Car Co. for the New York_and Wash- 
ington line of the Central of New Jersey, Philadelphia 
& Reading, and Baltimore & Ohio roads. The train will 
probably be styled the “blue line limited.” The carsare 
painted dark blue. There are three kinds—day passen- 
ger cars, combination and baggage. They are each 70 
ft. long, vestibuled, and have four-wheel trucks, the 
wheels being 36-in., paper, steel tired. The day cars 
have a smoking room at one end, and a toilet room with 
wash basin at both ends. The combination cars are 
divided into three compartments, one for use as an 
ordinary car, the centre one for a smoking room, and the 
other as abaggage room. The baggage cars are used 
exclusively for baggage. All the cars are lighted by the 
Pintsch system of compressed gas, obtained from the 
plant in the Jersey City yard. They will be heated by 
the improved Baker heater. A certain proportion of 
the cars are owned by each road. Those owned by the 
Central of New Jersey will have the New Jersey state 
coat-of-arms painted in bright colors in the centre of the 
car body on the outside, while those of the Philadelphia 
& Reading and Baltimore & Ohio will bear the state 
coat-of-arms of Pennsylvania and Maryland respectively. 
The cars that have been received so far belong to the 
Baltimore & Ohio and Central of New Jeisey. 








BRIDGE BUILDING. 


Chestertown, Md.—it is proposed to repair, at an 
expense of $5,000, the bridge over Chester River, or else 
replace it with an iron structure. 

Chicago.—The Acting Engineer has advertised for 
roposals for the erection of the substructure of the 
anal street bridge over the south branch. The bridge 

is to cost about $25,000, but there was appropriated only 
$16,000. The $9,000 deficit has now been almost wholly 
subscribed by private corporations. Bids will be asked 
for the superstructure when the substructure has been 
completed. 

Clinton, Ia.—Bids for the new wagon bridge at this 
place have been received from the Clinton, Youngs- 
town, Canton, King, Missouri Valley, Milwaukee & Chi- 
cago bridge companies. The bridge will be built near 
the Chicago & Northwestern bridge, the intention being 
to have the main span, 450 ft. in length, built above the 
railroad structure, and the rest on the south side of it. 


Duluth, Minn.—The Board of Public Works has 
awarded the King Iron Bridge & Manufacturing Co., of 
Cleveland, the contract for the iron work of Howard’s 
Pocket bridge for $27,100. There were six bids ranging 
from this amount to $28,600. 


Elgin, Tex.—The Commissioners’ Court of Bastrop 
County, at Bastrop, Tex., will receive, bids until Sept. 1, 
for the construction of an iron bridge across Wilbarger 
Creek at the Osborne crossing, about seven miles from 
Elgin, in Bastrop County. 

Fort Wayne, Ind.—The County Commissioners re- 
ceived bids this week for the six proposed new bridges. 
The bridges are all small, ranging from 26 to 70 ft. in 
width. The following are the descriptions of each: 1. 
One span 60 ft., four 15 ft. panels; depth of truss, 7 ft.; in 
Monroe township. 2. One span 70 ft., five 14 ft. panels; 
depth of truss, 8 ft.; in Monroe township. 3. One span 
39 ft., three 13 ft. panels; depth of truss, 4!¢ ft.; on line 
of Jackson and Jefferson townships. 4. One span 26 ft., 
two 13 ft. panels; depth of truss, 4ft.; Madison township. 
5. One span 28 ft., two 14 ft. panels ; depth of truss, 4 ft.; 
Lafayette township. 6. One span 39 ft., three 13 ft. 
panels; height of truss, 4'¢ ft.; to be built on a skew line 
of 3ft. Itis estimated that the six bridges will aggre- 
gate in cost $15,000. The substructures are to be of stone 
and the superstructures ofiron. The following bids for 
the superstructures were submitted: King Bridge Co., 
of Cleveland, O., $4,220; Milwaukee Bridge & Iron Co., 
$3,877 ; Smith Bridge Co., of Toledo, $3,900; Variety Iron 
Works, Chicago, $4,410; Canton Bridge Cc., of Canton, 
O., $4,016 ; Indiana Bridge Co., of Muncie, Ind., on plans 
(a), $4,200; on plans (b), $5,595. The bids on’ the sub- 
structures range from $11.75 to $9.75 per yard. 

Kokomo, Ind.—The Lake Erie & Western is build- 
ing a new iron bridge to replace a wooden structure 
across the Wildcat Creek. 

Lyons, Ia.—The Chicago Bridge & Iron Works has 
been recently awarded the contract for a highway 
bridge to be built by the Lyons & Fulton Bridge Co., 
over the Mississippi River between Lyons and Fulton, 
fll. The structure will be 2,650 ft. long from end to end 
of approaches, the river being crossed by one 200 ft. 
pope three 330 ft. spans, and one 360 ft. channel span, 
all on masonry piers, the superstructure to be of steel. 
C. F. Loweth, of St. Paul, Minn., is the Consulting En- 
gineer for the bridge company. 

Minneapolis, Minn.—The County Commissioners of 
Hennepin County have let a contract to S. M. Hewitt 
for the construction of a combination bridge across the 
channel which connects the north arm of Lake Minne- 
tonka with Crystal Bay, where the channel is crossed 
by the North Shore road. 


New Gretna, N. J.—Sealed proposals for the build- 
ing of an iron bridge over the Mullica River, on the 
road from New Gretna, Burlington county, to Chestnut 
Neck, Atlantic county, will be received by the joint com- 
mittee of the Board of Chosen Freeholders of the coun- 
ties until Sept. 15. For specifications apply to Charles 
W. Mathis, Chairman, New Gretna. 

Olympia, Wash.—Plans have been submitted to the 
city council for the construction of a new east side 
bridge. It will cost $5,000, will be 60 ft. long and 80 ft. 
wide. The foot-walk will be 10 ft. wide on each side, 
and the roadway will be 60 ft. wide. 

Paola, Kan.—The County Commissioners of Miami 
County have advertised for proposals to build bridges 
at the following places. Across the Marais des Cygnes 
north of Osawatomie, across the Wea, east of Paola, 
and at White ford, on Bull Creek, in North Marysville. 
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Pine City, Minn.—The contract for building a bridge 
across the river on Second avenue in Pine City, has 
been awarded to Hewitte & Co., of Minneapolis, on thei! 
plans and specifications. The price is $613. 


Pittsburgh, Pa.—Theophilus Sproull, Benjamin O. 
Tollansbee and others have formed the Fifth Street 
Bridge Co. and propose to build a bridge and viaduct 
from the foot of Fifth street, Pittsburgh, to a point on 
Stockton avenue, near the foot of Arch street. Some 
months ago O. P. Scaife and others were granted a 
charter by the state to erect a bridge from the foot of 
Fifth street to Stockton avenue and Arch street, Alle- 
gheny. Subsequently another corporation was granted 
the right by the state toerect a bridge across the Alle- 
gheny River, from Pittsburgh to School street, Alle- 
gheny. This grant was almost similar to the one given 
the other company. Neither of these companies has 
secured the necessary city ordinances. 

Portland, Or.—The last of the large iron cylinders 
for the piers of the Madison street — has been 
placed in position on one of the piers which is to sup- 
port the approach. The cylinders around the other piers 
have all been filled with concrete except six, and the 
work of filling the iron cylinder which forms the upper 
part of the pivotal pier ‘is in progress. There is still 
some 12 ft. more of iron to be added to this cylinder to 
— it. In a few days the false- work. will be 
finished clear across the river. The erection of the iron 
work is delayed by the non-arrival of the material. 


Richmond, Va.—The Edge Moor Bridge works, of 
Edge Moor, Del., have just been awarded the contract 
for 1,200 ft. highway viaduct, 70 ft. high, at Richmond, 
for the North Side Viaduct Co., for $74,000. 


St. Paul, Minn.—The Chicago, St. Paul, Minneapolis 
& Omaha may replace the wooden bridge over its tracks 
on Payne avenue with an iron structure. 


San Francisco, Cal.— The Southern Pacific has 
adopted plans for a bridge at the intersection of Dolores 
and Twenty-seventh streets. The company will begin 
to build it as soon as the material can be obtained from 
the East. The bridge will be built in two spans, one 130 
ft. long and the other 100 ft. The piers will be of masonry 
and the superstructure will be open lattice work. 


Sioux City, lowa.—Work has been commenced on 
the railroad and wagon bridge which the Pacific Short 
Line Co. will build across the Missouri River at Sioux 
City. The contract for the superstructure was let some 
time ago to the Phoenix Bridge Co., and for the substruc- 
ture to Sooysmith & Co., of New York. It will be a low 
— railroad and wagon bridge, with two 

raws. 


Spartanburg, S. C.—Jesse Cannon has the contract 
for building a new bridge over Lawson’s Fork, at 
Whitney Mill. 

Stewartville, Minn.—E. C. Long & Co., of St. Paul, 
have the contract for building three bridges on the ex- 
tension of the Winona & Southwestern fromStewartville. 
There will be Howe truss bridges at Stewartville 
el the Root River, at Spring Valley,and also at Le 

Oy. 

Trenton, N. J.—The county commissioners received 
the following bids for the iron superstructure of various 
bridges: for the Miry Run bridge, in Hamilton township, 
which will be 70 ft. long, the bids were: Variety Iron 
Works Co., Cleveland, $2,185; King Iron Bridge & Mfg. 
Co., $2,179; Groton Bridge & Iron Co., $2,179; Wallace 
Iron Co., of Jersey City, $2,211; Penn. Bridge Co. Beaver 
Falls, Pa., $2,247; Milliken Bros. New%York City, $2,300; 
New Jersey Steel & Iron Co., $1,998; Berlin Iron Bridge 
Co., Conn., $2.200; Dean & Westbrook, $2,075. The New 
Jersey Steel & Iron Co. was awarded the contract. 
The bids for the iron work on the 20 x 18 
ft. bridge at Hickory Corner, over Bayard Pond, were as 
follows: King Iron & Bridge Co., $578; Penn Bridge Co., 
$529; New Jersey Steel & Iron Co., $466; Milliken Bros., 
$590; Groton Bridge Co., $585; Variety Iron Co., Cleve- 
land, $503. The bids for the same bridge to be built of 
stone were as follows: Wenton Brown Stone Co., $9.65 
per cu. yd.; William H. Dillion, $5.50 per cu. yd.; A. R. 
Anderson and Thomas, $5.20 per cu. yd.; Louis Cottel, 
$5.49, and R. M. Walton, $4.99. D. Dreston bid $1,098 
for the entire work and stone abutments and iron 
work. The bids were referred to a committee who were 
instructed to award the contract to the lowest bid- 
der. The bids for the Mercer and Somerset Junc- 
tion bridge, for iron and stone work, were as follows, 
the bridge to have a 30-ft. span: Berlin Iron Bridge 
Co., $730, King Iron & Bridge & Mfg. Co., $765; New 
Jersey Steel & Iron Co., $643. For the stone work the 
bids were as follows: Samuel H. Chatten, $1,350; A. M. 
Walton, $829; John W. Sutphin, $1,190; S. Cadwallader, 
for abutments only, $820; James Duncan, $1,602.20. The 
contract was awarded A. M. Walton, the lowest bidder. 
For the iron work on the Scudder’s Mills bridge, which 
is to be 90 ft. long, there were but two bids. The New 
Jersey Steel & Iron Company’s bid was $1,197, and the 
Dean & Westbrook Company bid $1,235. The former 
was awarded the contract. 





RAILROAD LAW-—NOTES OF DECISIONS. 





Carriage of Goods and Injuries to Property. 

In the Federal Court it is ruled that where a ship- 
ping receipt provides a rate of indemnity on a total loss 
when there is only a partial loss, it cannot be made the 
basis of plaintiff's recovery, and where a release execut- 
ed by a shipper provides for a complete and uncondi- 
tional exemption of the carrier from liability on account 
of loss or damage to property in the course of transpor- 
tation, it is void, as against public policy, and plaintiff 
= entitled to recover for the full value of his goods 

ost. ! 

In New York the Supreme Court decides that a stat- 
ute which directs that under certain circumstances the 
bells shall ring and the whistles of locomotives shall 
sound, except that the requirement as to the sounding 
of whistles shall not apply to street crossings, does not 
na ap the sounding of locomotive whistles within the 

imits of the city.? 

In Michigan the Supreme Court rules that where, 
through the negligence of a railroad company, sparks 
and cinders, alive with fire, escape from its engine and 
set fire to a house, the company is liable for loss of life, 


: | as well as of property destroyed by such fire, without 
Perth, Ont.—John Elliott, of St. Mary’s, Ont., has | i 


contributory negligence on the part of the party injured; 


recently secured the contract for the erection of two|and a verdict for plaintiff wi!l not be disturbed on the 
large county bridges on the townlines between Perth | ground that the jury specially found that the engine 


and Waterloo. e one across the River Nith hasa 
60 ft. span and iron superstructure; the other is on the 
Huron road, between Shakespeare and New Hamburg, 
and hasa3C ft. span with iron superstructure, 
faced stone will be brought from St. Mary’s, 
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was in good repair where they also find that the engi- 
neer was careless in its management, there being some 
evidence to a the findings.* 


on for injuries to plaintiff's colts by a barbed-wire 





the Supreme Court holds that in. an ac- 
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fence which inclosed defendant’s road, the court prop- 
erly submitted to the jury whether a tbarbed-wire fence 
was such a cause of danger to plaintiff's colts running 
in a field adjoining defendant’s road as to be a nuisance; 
and whether defendant was guilty of negligence in 
erecting such fence, or in suffering it to become out of 
repair; and whether the injury complained of was the 
result of negligence; and also whether plaintiff was 
guilty of contributory negligence in permitting his colts 
to run in the field.* 

In New York the Supreme Court rules that where 
defendant was guilty of negligence in leaving an engine 
on a side track unattended, and with fire in it, that neg 
ligence was not the approximate cause of an injury to 

laintiff, where the engine was moved to the main track 
ie a wrong doer, and a collision ensued.® 

In Pennsylvania the Supreme Court rules that a _rail- 
road that has appropriated for its proposed track the 
rear of a dwelling-house lot, thereby destroying access 
to the owner’s outbuildings from an alley, but which 
outbuildings can be approached from the street in front 
by reducing the size of the grass oy and removing 
some flower beds, is not within the inhibition of a 
statute which prohibits the location of a railroad 
“through any dwelling-house, in the occupancy of the 
owner or owners thereof, without his, her or their con- 
sent,” as the grass and flowers, though pleasant and 
ornamental, are not essentiai to the enjoyment of the 
dwelling.® 

In New York, in proceedings to condemn land, it ap- 

eared that the petitioner's road ran toa beach much 

requented as a summer resort, and furnished the trans- 
portation thereto, and that there was great need of a 
station, for the accommodation of passengers. Petitioner 
owned land at the beach, which had been leased to per- 
sons who had fitted it up as a pleasure ground, for the 
accommodation of visitors to the beach, and a station 
built on this land would destroy, in large measure, the 
usefulness of the place as a summer resort, whereby pe- 
titioner’s business would be injured. The Supreme Court 
holds that petitioner was entitled to have land con- 
demned for such station purposes, even though the land 
owned and leased by it was available.’ 


Injuries to Passengers. Employees and Strangers. 


In Kentucky it is held by the Court of Appeals that a 
shipper of stock is not guilty of contributory negligence 
who uses the only platform _—— by the railroa 
company for that purpose, and is infured in so doing, 
though he knows it to be unsafe, if he exercises reason- 
able care in its use.* 

In Massachusetts a railroad left a freight car standing 
on a side track and allowed a door which it knew was 
not properly attached to the car to remain open 
and unlocked, knowing that it would be an 
enticing object to children. A boy, 11 years old, 
traveling on the street in the vicinity of the side track 
saw the car with its door open, and was thereby entice 
to look into it, andin so doing touched the door, which 
fell upon him. The Supreme Judicial Court holds the 
railroad not liable. 

In Tennessee the plaintiff was employed by a firm to 
load cars, the use of which was offered by the railroad 
company, if the firm would have them moved down 
from the next station, where they were standing, by 
allowing them to run down the grade. He, with other 
employés of the firm, went after the cars, under the 
firm’s orders, and, in attempting to run them down the 
grade, his associates failed to apply the brakes properly, 
whereby he was injured. The Supreme Court decides 
that the railroad company was not liable for his injuries, 
as he was not in its employ.!° 

In Kansas the Supreme Court holds that where a rail- 
road directs and procures a trespass to be committed 
by a contractor and his employés constructing its road- 
bed, it is liable with those who committed it." 

In Texas a charge that, if plaintiff relied on the assur- 
ances of protection made by a yardmaster and a switch- 
man, and the former was not in a common employment 
with plaintiff, but promised to look out for plaintiff, at 
his request, the jury must find for defendant, was held 
rightly refused; for, if the foreman promised to protect 
plaintiff, and plaintiff relied on his promise, and the fore- 
man failed to keep it, it was no excuse for his failure 
that plaintiff asked others to watch also.1# 

In Massachusetts a brakeman was instantly killed 
while shackling cars from which sticks of lumber pro- 
jected. It was daylight at the time, and the shackling 
might have been made safely by stooping down between 
the timbers, or by crossing over and making it upon the 
other side of the car, from which no timber projected. 
The Supreme Judicial Court decides that he was not “in 
the exercise of due care and diligence at the time,” with- 
in the meaning of ,the statute, giving a right of action 
to the next of kin of an employé killed as the result of 
the negligence of the employer.'* 








@1 Woodburn v.C, N. 0. & T. P. R. Co., 40 Fed. Rep., 731. 
2 Mayer v. New York Cent. & H. R. R. Co.,8N. Y. Supp. 
461. ; 
3 Rajnowski v. Detroit, B. C. & A. R.Co., 44 N. W. Rep., 335. 
4 Rehler v. W. N. Y. & P. R. Co., 8 N. Y. Supp., 286. 
5 Mars v. D. & H. Canal Co., 8 N. Y. Supp. 107. 
6 McKeesport & B. V. R. Co. v. Lyle, 18 Atl. Rep., 1,111. 
7 In re New York Cent. & H. R. R. Co., 8 N. Y. Supp. 290. 
8 White v. Cincinnati, N.0.& T. P. Ry. Co., 12S. W. Rep., 936. 
* meCachem v. B. & M. R. Co., 23. N. E. Rep., 231 
1° Hanna v. C. & N. R. Co., 12S. W. Rep., 718. 
11 Chicago, K. & W. R. Co. vy. Watkins, 22 Pac. Rep., 985. 
12 Missouri Pac. R. Co. v. Williams, 12 8S. W. Rep., 835. 
13 Lothrop v. Fitchburg R. Co., 23 N. E. Rep., 227. 








MEETINGS AND ANNOUNCEMENTS. 


Dividends, 


Dividends on the capital stocks of railroad companies 
have been declared as follows: 

Canadian Pacific, 244 per cent., payable Aug. 18. 

Delaware d: Bound Brook, quarterly, 2 per cent., pay- 
able Aug. 12. ‘ 

North Pennsylvania, quarterly, 2 per cent., payable 
Aug. 25. 
Meetings. 

Meetings of the stockholders of railroad companies 
will be held as follows: 

Albuny & Susquehanna, annual, New York City, Sept. 
17 


Baltimore & Ohio, annual, Baltimore, Md., Sept. 8. 
Chicago, Milwaukee & S:, Puul, annual, Milwaukee, 
Wis., Sept. 20. 
Croton Valley, special, New York City, Sept. 2. 
Dallas & Greenville, annual, Dallas, Tex., Sept. 6. 
Dallas & Waco, annual, Dallas, Tex., Sept. . 
Dallas & Wichita, annual, Dallas, Tex., Sept. 6. 
‘ Gainesville d& Henrietta, annual, Gainesville, Tex., 
ept, 9, ' 











Illinois Central, annual, Chicago, IIl., Oct. 8. 
. Min a é& Northwestern, annual, St. Paul, Minn., 
ept. 3. 
Nashville, Chattanooga & St. Louis, annual, Nashville, 
Tenn.. Sept. 10. 
Norfolk & Virginia Beach, annual, Norfolk, Va., Sept. 


» ag Scotia Midland, annual, New Glasgow, N.5S., 
ept. 1. 

St. Louis, Alton & Terre Haute, special, Laclede Build- 
ing, St. Louis, Mo., Oct. 3, to consider the sale to the 
Cairo, Vincennes & Chicago. 

St. Louis Merchants’ Bridge Terminal, special, St. Louis 
Mo., Oct. 1. 

Toledo & Ohio Central, annual, Toledo, O., Sept. 1. 

Wabash, annual, St. Louis, Mo., Sept. 9. 

Western Maryland, annual, Baltimore, Md., Aug. 27. 
—— & Western, special, Philadelphia, Pa., 

ug. 25. 

Wilmington & Weldon, special, het ge oy N. C. 
Se. 26, to act upon a proposed increase of the capital 
stock. 


Railroad and Technical Meetings. 


Meetings and conventions of railroad associations and 
technical societies will be held as follows: 

The Roadmasters’ Association of America will hold its 
eighth annual convention at Detroit, Mich., Sept. 9. 

The Claim Acents’ Association of the Eastern, Middle 
and Southern States will be held at Chicago, Sept. 11. 

The American Association of General Passenger ad Ticket 
Agents will hold its thirty-fifth semi-annual meeting at 
Denver, Col., Sept. 16. , 

The American Society of Railroad Superintendents will 
hold its annual meeting in New York City, Oct. 7. 

The General Time Convention will hold its next semi- 
annual meeting at the Hotel Brunswick in New York 
City, Oct. 8. 

The New England Railroad Club meets at its rooms in 
the United States Hotel, Beach street, Boston, on the 
second Wednesday of each month, except June, July 
and August. 

The Western Railway Club holds regular meetings on 
the third Tuesday in each month, except June, July and 
August, at its rooms in the Phenix Building, Jackson 
street, Chicago, at 2 p.m. The Club has adjourned un- 
til Tuesday, Sept. 16. 

The New York Railroad Club meets at its rooms, 113 
Liberty street, New York City, at 7:30 p. m., on the 
third Thursday in each month. 

The Central Railway Club meets at the Tifft House, 
Buffalo, the fourth Wednesday of January, March, May, 
August and October. 

The Northwest Railroad Club meets on the first Satur- 
day of each month in the St. Paul Union Station at 7:30 


. m. 
° The Northwestern Track and Bridge Association meets 
on the Saturday following the second Wednesday of 
each month at ¥30 p. m. in the directors’ room of the 
St. Paul Union station, except in the months of July 
and August. 

The American Society of Civil Engineers holds its regular 
meetings on thefirst and third Wednesday in each month. 
at the House of the Society, 127 East Twenty-third street, 
New York. 

The Boston Society of Civil Engineers holds its regular 
meetings at the American House, Boston, at 7:30 p. m. 
on the third Wednesday in each month. The next meet- 
ing will be held the third Mead ome in September. 

he Western Society of Engineers holds its regular meet- 
ings at its hall, No. 67 Washington street, 
7:30 p. m , on the first Tuesday in each month. 

The Engineers’ Club of St. Louis holds regular meetings 
in the club’s room, Laclede Building, corner Fourth and 
Olive streets, St. Louis, on the first and third Wednes- 
days in each month. 

The Engineers’ Club of Philadelphia holds regular meet- 
ne at the House of the Club, 1,122 Girard street, Phila- 
delphia. 

e Engineers’ Society of Western Pennsylvania holds 
~ meetings on the third Tuesday in each month, at 
‘a 


hicago, at 


r 
iE p. m., at its rooms inthe Penn Building, Pittsburgh, 

The Engineers’ Club of Cincinnati holds its regular 
meetings at 8 p. m. on the third Thursday of each month 
at the Club rooms, No. 24 West Fourth street, Cin- 
cinnati. 

The Civil Engineers’ Club of Cleveland holds regular 
meetings on the second Tuesday of each month, at 8:00 
p. m., in the Case Library Buil ing, Cleveland. Semi- 
aw meetings are held on the fourth Tuesday of the 
month. 

The Enaineers’ Club of Kansas City meets in Room 
200, Baird Building, Kansas City, Mo., on the second 
Monday in each month. 

The Engineering Association of the Southwest holds 
regular meetings on_the second Thursday evening of 
each month at 8 o'clock, at the Association headquarters, 
Nos. 63 and 64 Baxter Court. Nashville, Tenn. 

The Civil Hngineers’ Society of St. Paul meets at St. 
Paul, Minn., on the first Monday in each month. 

The Montana. Society of Civil Engineers meets at Hel- 
ena, ee at 7.30 p. m., on the third Saturday in each 
month. 

The Civil Engineers’ Association of Kansas holds regular 
meetings on the first Wednesday in each month at 
Wichita, Kan. 


American Association of General Passenger & Ticket 
Agents. 
The thirty-fifth semi-annual meeting of this Associa- 
tion will be held in Denver, Col., at the club rooms of 
the Albany Hotel, Tuesday, Sept. 16. 


Civil Engineers’ Club of Cleveland. 


The club met Aug. 12, President Searles in the chair. 
Sixteen members and two visitors were present. A 
communication was received from the Western Society 
of Engineers requesting the club to appoint a committee 
to meet in Chicago on Oct. 14 to aid in formulating a 
plan for holding an International Congress of Engineers 
at Chicago, in connection with the World’s Fair, and 
the President was instructed to appoint a committee of 
three for this purpose. 

The application of Mr. George C. Lucas for member- 
~~ was received. 

e President announced that the ‘‘ Technischer 
Verein” would hold a convention in Cleveland before 
the next regular meeting of the club. The Executive 
Board was authorized to extend the courtesies of the 
club to the visiting scientists. 

The paper of the evening was | Mr. James Ritchie. 
on “Some Recent Constructions in Railway Bridges,” 
but as he w s unavoidably absent it was read by Mr. 
Walter P.-Rice..-The author began by noting the in 
creased activity in the construction of iron railroad 
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bridges in the Southern States. The largest recent 
bridge of note is that being built across the Ohio River 
at Ceredo, W. V., by the Norfolk & Western, which will 
have one channel span of 518 ft., two side spans 298 ft. 
each, and a series of approach spans, a total weighing 
upwards of 3,250 tons, A large number of other bridges 
are in process of construction, including many plate 
girders, and fixed and draw spans up to 212 ft. In the 
Southwest considerable iron bridge construction is 
going on, and in the Northwest there is an increasing 
number of these iron bridges: also in the Northeast 
many bridges are building. The Maine Central road 
is replacing its wooden bridges by iron ones, while the 
New York Central is building several bridges of steel. 
Particular mention is made of a plate girder span of the 
New York Central, 115 ft. in length and 9 ft. deep, in 
which the web plates are placed with fibre vertical. The 
new swing bridge on the Lake Shore & Michigan 
Southern across the Cuyahoga River is described as a 
double track through bridge 306 ft. long, with steel 
eye-bars, and the balance of iron. The total weight of the 
superstructure is 328 tons, of the turntable 133 tons. A 
table of actual weights of spans from 30 ft. to 200 ft. 
was given. In commenting upon_ specifications of 
bridges, the author regards those by Mr. Geo. S. Morri- 
son for the Memphis bridge as the most complete and 
systematic, and on account of the minuteness of their 
details are not susceptible of heing evaded. Nothing 
impossible to comply with should be written in specifi- 
cations, and all reasonable conditions should be rigidly 
enforced. The use of steel in bridges seems to be in- 
creasing, and many roads allow Bessemer or open hearth 
to be used, while the New York Central allows the use 
of open hearth only. In testing full size iron eye-bars to 
destruction, the writer has noticed that failure takes 
nce near one head or the other, indicating that the ma- 

erial might have been injured in manufacturing, and 
recommends annealing the same as is done with steel 
bars. This might not nee the desired results, but a 
few experiments in this manner might be of great 
benefit. 

_After the reading of the paper there followed a discus- 
sion of the use of iron and steel in bridge construction, 
of kinds of steel to be used, relative lengths of plate 
girders, and latticed bridges and the relative merits of 
the pin-connected and riveted bridges. 


Traveling Passenger Agents’ Association. 


The eighteenth annual meeting of the Traveling Pas- 
senger Agents’ Association was held in Buffalo, Aug. 
19. The president, John R. Wood, of Detroit, occupied 
the chair. The secretary and treasurer is H.C. Hola- 
bird, of Cincinnati. He reported a membership of 180 
of whom about one-third were present. It was decided 
to meet next year on the third Tuesday in August at 
Lookout Mountain, Chattanooga. ; 


PERSONAL. 


—Hon. Wheelock C. Veazey, one of the Interstate 
Commerce Commissioners, was chosen Commander in 
Chief of the Grand Army of the Republic for the coming 
year at the recent encampment in Boston. 


—Mr. M. L. Lary, of New York City, died at Clifton 
Springs, N. Y., last week of paralysis. He was 65 years 
old and had been for the last 22 years a member of the 
= Lord & Lary, of Newburg, large railroad con- 
tractors. 


—Mr. L. A. McClure, who has been Car Distributer of 
the Chicago & West Michigan for the past two years, 
has resigned that position to accept one with the Louis- 
ville Southern as Chief Train Dispatcher, with office at 
Louisville. 


—Mr. Robert W. Baxter, Superintendent of the Wyom- 
ing Division of the Union Pacific, has resigned that 
position. Mr. Baxter was formerly an Assistant Super- 
intendent on the Union Pacific and has also been Train 
Dispatcher. 


—Mr. Charles A. Ball has been Sgpeiniet General 
Manager of the Wheeling Bridge & Terminal Railway 
Co. Mr. Ball was formerly Superintendent of the 
Georgtown & Western,and he has held responsible 
positions with the Brooklyn Union Elevated road. 


—Mr. Clifford W. Rowland, Roadmaster of the Louis- 
ville, Cincinnati & Lexington Division of the Louisville 
& Nashville, was killed in a wreck at Spring Station, 
Ky., Aug. 13. He wasason of Col. D. W. C. Rowland, 
formerly General Superintendent of the Louisville & 
Nashville, and was one of the most popular young rail- 
road men in the South. 


—Ex-Judge Corydon Beckwith, General Solicitor of 
the Chicago & Alton, died at his home in Hinsdale, Ill. 
Aug. 18. e was born in Vermont, July 24, 1823, and 
was admitted to the bar in that state in 1844. In 1846 he 
removed to Frederick, Md., returning to Vermont in 
1847, remaining there in practice until 1853, when he re- 
moved to Chicago. In 1865 he was appointed to the 
supreme bench of Illinois to fill out the unexpired term 
of Judge Caton. In 1863 he became counsel for the 
Chicago & Alton, and in 1873 was made General Solicitor, 
which position he held at the time of his death. His 
connection with the Alton road has been marked by 
the successful handling of many and intricate cases for 
that corporation. 








ELECTIONS AND APPOINTMENTS, 


Atlanta & Florida,—The annual meeting of the stock- 
holders was held in Atlanta last week. he following 
directors were elected : Evan. P. Howell, EF. W. Marsh, 
J.C. Payne, J. R. Wylie, W. A. Russell, W. L. Peel, W. 
Heath, R. F. Maddox, J. K. Bruner and Willis Reagan, 
of Atlanta ; L. F. Blalock, of Fayetteville; H. C. Bagley, 
Americus, and President Willis Sparks, of the Macon 
and Birmingham. Col. R. F. Maddox was elected Presi- 
dent, E. W. Marsh, Vice-President ; J. K. Bruner, Sec- 
retary; J. W. Rucker, Treasurer, and J. Carroll Payne, 
Attorney. 


Atlanta. & West Point.—At the recent annual meet? 
ing in Atlanta, Ga., the following officers were elected: 
C. H. Phinizy, President; H. M. Abbett, Secretary and 
Treasurer. The following directors were chosen: D. N. 
Speer, P. Calhoun, J. W. Green, W. B. Berry, A. E. 

ornton, Jacob Phinizy. A. E, Thernton succeeded 
Gen. E. P. Alexander as a director of the company, 


Brookrille, Richmond & Union City.—The company has 
elected the following Board of Directors: J. M. Gaar, 
George H. Knollenb2rg, J. F. Kibbey, William P. Hutton, 
Isham Sedgwick, James Smith, E. G. Hill, Joseph Ran- 
say, Jr., and B.S. Sutton. Joseph Ramsay, Jr., has been 
elected President;: J. M. Gaar, Vice-Presideut ; Isham 
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Sedgwick, Secretary, and B.S. Sutton, Treasurer. Four 
more directors will be chosen by the towns of Brookville, 
Liberty and Union City. 


Brownsville, Contintental d& Northern.—Felicious San 
Romen, Enrique Viscay, James A. Brown. George R. 
Forney, James G. Brown, Joaquin Meiz, Jose Fernandez, 
Dometrio Salizar, James S. ells, J. J. Upsem, have 
incorporated this company in Texas. The officers are: 
Feliciano San Roman, President; James G. Brown, Vice- 
President; James A. Brown, Treasurer, and George H. 
Tarney, Secretary, all of Brownsville, Tex. 


Buctouche & Moncton.—The annual meeting of the 
stockholders was held at Buctouche, N. B., Aug. 12, Dr. L. 
G. de Bertram, John L. Harris, C. N. Skinner, J. P. Ins- 
ley, A. Renaud, A. E. Killam and C. Ford Stevens were 
elected directors of the company Dr. L. G. de Bertram 
was elected President and J. L. Harris Vice-President. 


Carolina, Knoxville & Western.—At a meeting of the 
stockholders held in Knoxville recently the followin 
directors were elected: W. Bailey, J. B. Humbert, W. 
E. Jackson, Frank Hammond, H. C. Beattie, J. W. Mc- 
Cullough, J. P. Phillips W. J. Readdy, C. E. Luckey, H. 
J. Haynesworth, W. T. Ross, Joshua Brown and Samuel 
McKinney. The directors elected William Bailey, Presi- 
dent; J. B. Humbert, Vice-President; A. B. Byrd, 
Superintendent; T. P. Wardlaw, Secretary and Treas- 
urer, and W. E. Jackson, Counsel. 


Chautauqua Lake.—At the annual meeting of the com- 

any, held at Jamestown, N. Y., Aug. 5, the foJlowing 
pee Dan were elected: George H. Burt, Boston; Burn- 
ham G. Stickney, George Hoffman, New York; R. G. 
Wright, E. A. Skinner, F. B. Brewer, Westfield; A, N. 
Broadhead, O. E. Jones, F. E. Gifford, Erie L. Hall,?John 
Cadwell, R. N. Marvin, Willis Tew, Jamestown. The 
directors elected the following officers: President, John 
Cadwell; Vice-President, F. B. Brewer; Secretary, D. H. 
Post; Treasurer, Frederick Bristow. 


Chicago, Burlington & Quincy.—Jobn Lass has been 
appointed Superintendent of the Galesburg division of 
the road, with office at Galesburg, Ill., to succeed E. 
M. Herr, resigned, to accept service with another com- 
pany. 

Chicago Elevated Terminal.—The incorporators and 
first board of directors are: Joseph T. Torrence, Joseph 
Donnersberger, Thomas W. Johnston, James J. Reynolds 
and Charles Eldrids, all of Chicago. 


Chicago & Erie.—The Chicago & Atlantic has been 
reorganizea under this name, and the following direc- 
tors have been elected : George Ristine, George Cochran, 
John Todd, M D. Woodford, David Bossman, Charles 
Pierson, W. H. Teunis, William Coughlin, A. W. Hend- 
ricks, Albert Baker, Volney Malott and J. A. Barnard. 


Chicago, Milwaukee & St. Paul.—E. M. Herr has been 
———- Master Mechanic of this road, with office at 
Milwaukee, Wis. 


Cincinnati, Jackson dd Mackinaw.—F. W. Deibert, 
Master Mechanic of the road, has resigned, and A. H. 

Vatts has been appointed Acting Master Mechanic, in 
charge of the machinery and car departments. A. é 
Watts has been appointed Master Mechanic of the road- 
way, with headquarters at Indianapolis, vice F, M. 
Diebert, resigned. 


Cincinnati & Westwood.—The annual meeting of the 
stockholders of the company was held in Cincinnati last 
week. The following Board of Directors was_ elected: 
James N. Gamble, J. R. Baumes, A. D. Shockley, N. G. 
Hildreth and Dr. P. M. Williams. The Board elected 
James N. Gamble, President; J. R. Baumes, Vice-Presi- 
dent; N.G. Hildreth, Secretary, and A. D. Shockley, 
Treasurer. 


Cleveland d& Mahoning Valley.—The stockholders met 
in Cleveland recently and elected four directors, three 
for a period of three years and one for two years. Charles 
Pease, E. R. Perkins and E. B. Hale are directors for 
three years and C, G. Hickox for the two-year term. The 
board elected as President Judge Stevenson Burke, 
Treasurer, E. R. Perkins, and Secretary, E. E. Popple- 
ton, 


Findlay, Fort Wayne & Western.—Henry Dexter, W. 
Cc. Dornin and Alfred P. Boiler, of New York; Jacob F. 
Burket, President, and Elijah P. Jones, of Findlay, O., 
and C, H. Roser, of Carrolton, O., are members of the 
new board of directors. The New York office of the 
company is at No. 10 Wall street. 


Gadsden & Attalla Union.—The following are the offi- 
cers of this Alabama road: J. M. Elliott, Jr., President 
and General Manager; M. L. Foster, Superintendent; R. 
Cc. Venable, Chief Engineer, all with headquarters at 
Gadsden, Ala. 


Gadsden, Shelby d& Montgomerv.—The following board 
of directors have been elected: W. H. Denson, E. T. Mar- 
tin, C. E, Payne, Jackson E. Long, E. W. Martin, J. H. 
ba Martin, E. P. Chandler and W.S. Riddle, all of Ala- 
oama. 


Galveston, Harrisburg d& San Antonio.—R. H. Innes has 
been appointed Superintendent of the San Antonio 
division, vice W. Murray, transferred to other duties. 
W.R Martin has been appointed Superintendent of the 
El Paso division vice R. H. Innes, transferred. 


Holland South Shore.—The incorporators of this Michi- 
gan company are: John C. Post, G. J. Diekema, P. H. 
McBride, Isaac Cappon, G. J. Kollen, L. C. Mulder, W. 
H., Beach, H. Walsh, O. E. Yates and Geo. P. Hummer, 
all of Holland, Mich. 


lllinois Central.—W. H. V. Rosing has been appointed 
Assistant Master Mechanic of the Chicago & Pontiac 
division of the Illinois Central, with office at Chicago. 
He was formerly chief draughtsman for the road. 


Lake Shore & Michigan Southern.—P. S. Blodgett has 
been appointed Superintendent of the eastern division 
with headquarters at Cleveland, O., vice C. B. Couch, 
transferred to other duties. J. B. Meyer has been 
appointed agent at Chicago, vice P. S. Blodgett, trans- 
ferred. D. G. Sutfin has been appointed agent at 
Buffalo, vice Mr. J. B. Meyer, transferred. 


Lebanon, Mascoutah & Fayetteville-—The incorporators 
and first Board of Directors are: James D. Baker and 
Louis Zerwech, Lebanon, Ill.; Peter W. Lill and George 
Postel, Mascoutah; Stephen Vahlkamp and G. 
bec pea ta and Gustavus A. Koerner, Belle- 
ville, Il. 


Louisville d& Nashville.—O. B. Hollingsworth, late 
Master of Trains on the Mobile & Montgomery division, 
has been transferred to the same position on the Louis- 





ville, Cincinnati and Lexington division, vice John N. 
Melly, promoted to be Superintendent of Telegraph. 

5.5. acter has been appointed Chief Train — 
of the Birmingham Mineral, at Birmingham, Ala., vice 
Virgil Walker, resigned. . 

O. B Holliagsworth, Master of Trains of the Mobile 
and Montgomery Division, has been transferred to the 
same position on the Louisville, Cincinnati & Lexington 
Division. 

Louisville, New Orleans & Texas,—W. L. Davis, Chief 
Train Dispatcher of the road, has been appointed Super- 
intendent of the Natchez, Jackson & Columbus road. 


Louisville Southern.—Beverly W. Wrenn, General Pas- 
senger Agent of the East Tennessee, Virginia & Georgia, 
honbeon appointed General Passenger and Ticket Agent. 
A. V. Lafayette will continue to perform the duties of 
General Freight Agent. 


Mexican National,—The notice announcing the ap- 
ointment of Col. Richard H. Vaughan, formerly of the 
t. Louis, Arkansas & Texas, as Assistant General 
Freight Agent, with headquarters at the City of Mexico, 
has been issued. 


New York Central & Hudson River.—W. T. McCulloch, 
Traveling Auditor, has been appointed Assistant Super- 
intendent of the eastern division of the road, with head- 

uarters at Syracuse, N. Y., vice the late Frederick P. 

hillips. 

New York d& Massachusetts,—John <A. Risedorf, for- 
merly of the New York Central & Hudson River road,has 
been appointed roadmaster of this linein place J. D. 
Neal, resigned. 

Northern Pacific.—W.H. Brimson has been appointed 
Assistant Superintendent of the Pacific division, with 
office in Tacoma, Wash. He has been for some time past 
Acting Superintendent of the Northern Pacific, Fergus 
& Black Hills line. 


Northern Pacific Express Co.—The company has re- 
moved its headquarters and general offices from St. 


; Paul, where they have been since its organization to the 


new Wisconsin Central building on Harrison street in 
Chicago. 


Ohatchie Valley.—John E, Laney and Columbus Dunn, 
of Laney, Ala.; Felix E. Jackson, Attalla; James E. 
Line, Chattanooga, Tenn.; William H. Wilson and J. A. 
Bilbro, Gadsden, and Charles N. Jelks, Dukes, Ala,, are 
the incorporators of this new Alabama road. 


Oregonian.—Lewis Tasheira has been appointed Chief 
Engineer of this company, with office at Portland, Or., 
vice A. O. Eckelson, resigned on account of ill health. 


Panhandle, Corsicana & New Orleans.—The incorpo- 
rators of the company are R. S. Neblett, S. W. Johnson, 
A. G. Damon, James Garritty, Stephen Smith, all of 
Corsicana, Tex., and J. W. Morgan and Samuel R. Mc- 
Lean, of New York; James Lloyd, of Pennsylvania, and 
John Watkins, of Manchester, England. 


Pecos Northern,—The incorporators are: J. J. Hager- 
man, Thomas H. Edsall, Charles J. Noble, Percy Hager- 
man, of Colorado Springs, Colo.; S. M. Folsom and John 
A. Lee, of Albuquerque, N. M. 


Penobse ‘t Shore Line.—This company has been organ- 
ized in Portland, Me., by the choice of the following 
directors: Levi C. Wade, Boston; Asa T. Potter, Boston; 
J. S. Ricker, Deering; H. B. Cleaves, Payson Tucker, 
William L. Putnam and William A. Allen, Portland. 


Philadelphia, Harrisburg & Pittsburgh.—The followin 
officers have been elected: President, A. A. McLeod; 
Secretary, W. R. Taylor; Treasurer, W. A. Church; 
Directors, G. DeD. Keim, I. A. Sweigard, R. S. Davis, 
Albert Foster, C. H. Quarles, D. Jones. 


Port Angeles Central.—The officers are: President, 
James Wickersham ; Vice-President and General Man- 
ager, Charles W. Joynt; Secretary and Treasurer, 
Charles ,E. Taylor. The office of the company is at 
Tacoma, Wash. 


Port Clinton Short Line.—The new board of directors 
consists of R. B. Bell, G. E. St. John, W. H. Payne, E. 
H. Brenna~, J. N. Buck, of Port Clinton, O.; H. © Buck. 
land, D. A. Ranck, Frank Hien and Chas, Thompson, of 
Fremont. The officers are: R. A. Bell, President; G. E. 
St. John, Vice-President; J. N. Buck, Secretary; D. A. 
Ranck, Treasurer. 


Randolph & Northwestern Nebraska.—The incorporators 
are: Edwin W. Winter, E. E. Woodman, James H. Howe, 
Walter A. Scott, John B. Barnes and Thomas W. Moran. 
The headquarters are at Wayne, Neb. 


St. Louis, Alton & Springfield.—M, T. Seymour, formerly 
connected with the Columbus, Hocking Valley & Toledo, 
has been appointed Superintendent of this road. The 
position of trainmaster has been abolished. 


Saltsburg & West Lebanon.—The following are the 
directors of this Pennsylvania company referred to last 
week. President, Arnold G. Plumer, G. Herbert Millett, 
Frank M. Wirgman, F. R. Shattuck, J. K. Scofield, S. 
R. Martin, Charles Rockwell, A. Reynolds Colesberry 
and F. B. Owen, all of Philadelphia, 


Savannah, Florida & Western.—W. B. McKee has 
been appointed Assistant to the General Manager and 
wil] attend to the routine business and correspondence 
of the office. 


Shenandoah Valley.x—Walter Macdowell, heretofore 
acting Auditor for the Receiver, has been appointed audi- 
ter, with office at Roanoke, Va. 


Staten Island Rapid Transit.—P. H. Cassidy has been 
speentes Auditor of this company, to succeed the late 
H. C. Willets. 


Talladega d& Coosa Valley.—A. F. Besson has been ap- 
pointed Auditor of this company, with office at Talladega, 
Ala., vice A. H. Merrill, resigned. 


Tyler, Alexandria & Northwestern.—The following are 
the officers of this road: Gov. Hubbard, President ; 
Capt. James P. Douglass, Vice-President ; John T. Bon- 
oe Secretary. The headquarters of the company is at 

yler. 

Union Pacific.—A..L. Hawley has been appointed Divi- 
sion Engineer of the New Mexico division, with jurisdic- 
tion south of the-Denver, Leadville & Gunnison crossing 
im Denver, with headquarters at Denver. William 
Ashton will continue as heretofore in charge of the 
Denver yard, and all tracks north of Denver, Leadville 
& Gunnison crossing. 


Union Pacific, Denver & Gulf.—Herbert Smith, chief 
clerk of the freight department of the company, has been 





appointed Assistant General Freight Agent, vice F. 
Wild, Jr., promoted. - ; 


United Railroads of Washington.—The trustees are: 
T. F. Oakes, James B. Williams, H. S. Huson, W. Chap- 
man and George Browne. George H. Earle, of New 
York, is Secretary, and George N. Baxter is Treasurer. 


Western of Alabama,—At a meeting of the stockholders 
of the company held in Atlanta last week the no 
directors were elected for the ensuing year: . 
Phinizy, President; Cecil Gabbett, M. H. Smith, Thomas 
G. Jones, E. P. Alexander, Henry C. Simple and Alex- 
ander C. King. 


Wisconsin Bee Line & West Superior.—The incorpo* 
rators are C. D. Smith, Frank M. Scott and James O. 
Ackerman, of Fond du Lac, Wis. 








RAILROAD CONSTRUCTION. 
Incorporations, Surveys, Etc. 


Ahnapee & Western.—This company has been char- 
tered in Wisconsin to build a road from a point on the 
survey of the Kewaunee, Green Bay & Western,in Ke- 
waunee County, to Ahnapee, a distance of 14 miles. The 
incorporators are E. Decker, of Casco, Wis.; M. C. Haney, 
of Ahnapee, Wis.;C. G. Boalt, of Painesville, O; and 
W. J. Abrams and S. W. Champion, of Green Bay. The 
capital stock is $250,000. 


Atlanta, West End & McPherson.—This road is to 
be a suburban line 44 miles long, from a point in At- 
lanta near the centre of the city to the city limits and 


thence southwesterly to McPherson barracks. The 
capital stock is $75,000. The incorporators are J. H. 
Mountain, H. L. Woodward and R. F, Abbot. 


Baltimore & Drum Point.—Work on the road is 
reported to be still in progress. All of the road in Cal- 
vert County is said to be graded, and in Anne Arundel 
County, between Millersvilleand the Calvert line, seven 
miles are yet to be graded. Five miles north of Millers- 
ville is graded, and 13 miles beyond that will svon 
be graded. Nearly 150,000 cross ties have been 
delivered on the line of the road, and others are ready 
for shipment to Drum Point. The money used thus far 
is out of the state’s appropriation. Neither the counties’ 
subscriptions nor the subscriptions of the private stock- 
holders have been called upon yet. 


Baltimore & Eastern Shore.—About six miles of 
track have been laid from Salisbury northwest toward 
Vienna on the Nanticoke River, and the entire 17 miles 
will be completed in a few weeks. The ballasting, how- 
ever, will not be completed until about the middle of 
September, and it is not expected that the bridge across 
the Nanticoke River will be finished before October. 


Bellingham Bay & British Columbia.—The con- 
tract for building this road from its present terminus on 
the Nooksack River to a connection with the Canadian 
Pacific at the international] boundary line will be let dur- 
ing this month. The cost of completing the line on the 
American side will be $130,000. 


Bristol, Elizabethton & North Carolina.—Durand 
& Co., of Chattanooga, have been awarded the contract 
for building 40 miles of the road from Elizabethton 
to Mountain City, Tenn. It is understood they will sub- 
let the greater part of the work. The entire line from 
Bristol, Va., to Mountain City, a distance of 60 miles, is 
now under contract. 


Brookville, Richmond & Union City.—This com- 
pany has been organized by officers of the Cleveland, 
Cincinnati, ———— & St. Louis and residents of the 
towns of Brookville, Liberty and Union City, in Indiana, 
to build the branch of the White Water road from 
Brookville north through Liberty to Richmond and to 
Union City, which was referred to in our issue of Aug. 1 
in ogg, be various extensions of the Cleveland, Cin- 
cinnati, Chicago & St. Louis. This route has been 
adopted instead of the one from Besson’s to Richmond. 
A preliminary survey is now being made. 


Brownsville, Continental & Northern.—This com- 
pany has been chartered in Texas with a capital stock 
of $3,000,000 to build a road about 300 miles long, be- 
tween Brownsville and San Antonio, passing through 
the counties of Hidalgo, Nueces, Duval, Live Oak, 
McMullen, Atascosa and Bexar. 


Cape Breton.—The ballasting on the eastern section 
of the governmant road in Cape Breton is about com- 
pleted. The contractors for the western section, Isbester 
& Reid, are making good headway, and they expect to 
have their contract finished in about six weibe. 


Chattanooga Southeastern.—The survey for this 
road will soon be commenced between Athens, Ga., and 
Chattanooga, Tenn., about 150 miles. The line will pass 
through Gainesville and Jasper. Hall Bros., of Atlanta, 
are the Chief Engineers. 


Chicago & Eastern Illinois.—Citizens of Sullivan, 
1ll., and other places in Moultrie and Shelby counties 
have secured considerable right of way through those 
counties fora projected extension of this road from Tus- 
cola to Shelbyville, which has little prospect of being 
built. It is stated that a survey is being made bythe 
company, but this is probably incorrect. 


Chicago Elevated Terminal,—This company was in- 
corporated in Illinois last week to build a four-track 
elevated road in Chicago, to do suburban, local and ter- 
minal business. As one of the projectors states, “the 
tracks will be open to all roads upon the same terms, 
and it is expected that it will become the great consol- 
idated terminal line of Chicago, by which the question 
of rapid transit withth the city will be solved.” He 
adds: ‘“‘The road will be constructed on Twelfth street, 
between the westerly side of the street and the south 
branch of the Chicago River, running south to a point 
on the Little Calumet River, between the to ns of Blue 
Island and Riverdale, with a branch extending from a 

oint on the line between Twenty-second and Thirty- 
first streets, southwesterly to a point where Forty- 
second street crosses the dividing line between Chicago 
and Lyons. 

It is understood to be largely in the interest of the 
Atchison road, although to be maintained as a distinct 
corporation. It is proposed to build an elevated system 
of six tracks, with a union station at 12th street, on the 
south side of the city, with a capacity for eight :r ten 


tracks. The tracks are to extend to the city 
limits on the south side, utilizing as_ right 
of way a large amount of property at pres: 
ent unimproved, owned by the Atchison, and 


acquiring by purchase such other property as may be 
required. Gen. Joseph T. Torrence, of Chicago, the 
president of the corporation, is quoted as saying that it 
is proposed to furnish terminal facilities for any line 
that may desire to avail itself of them on tLe terms pro- 








posed by the new company, presumably non-competing 




















AvaGusT 22, 1890] 


THE RAILROAD GAZETTE. 


595 








lines. While the first object will be the handling of 
passenger traffic, Gen. Torrence says, it is also proposed 
to construct enclosed freight yards at grade, employing 
hydraulic lifts. 


Chicago, Fort Madison & Des Moines.—A propo- 
sition to issue bonds to the amount of $35,000 for an ex- 


tension of this road from Birmingham westerly to Ot- 
tumwa, Ia., a distance of 45 miles, was carried at an 
election held in the latter town Aug. 11. 


Columbia, Newberry & Laurens.—A locating sur- 
vey has been recently made for an extension of this road 
from Newberry to Clinton, S. C., about 15 miles. When 
the extension is built the road will parallel the Richmond 
& Danville from Prosperity on the present lines. Rice 
& Coleman have the contract for the grading. The route 
of the road through Newberry has not yet been decided. 


Delavan, Lake George & Chicago.—The projectors 
of this road which it is proposed to build from Delavan 
to Duck Lake Station, Wis., a distance of 10 miles, are 
endeavoring to interest the residents of the;two towns 
sufficiently to vote enough funds to build the road. 


Denver & Rio Grande.—Tracklaying has been com- 
menced on the branch from Villa Grove south to Ala- 
mosa, Colo., 55 miles. All the grading has been com- 
pleted and the cross ties have been cut and delivered. 


Gadsden, Shelby & Montgomery.—A charter has 
been issued in Alabama to this company, which has 
been previously referred to as the Gadsden & Montgom- 
ery. The road proposed is from Gadsden to Montgom- 
ery. From Gadsden it will pass through or near Pell 
City, St. Clair County, thence through or near Wilson- 
ville, Shelby County, and thence to Montgomery. The 
capital stock of the corporation is $1,500,000. 


Great Northern.—Shepard, Siems & Co., of St. Paul, 
in asking bids on sub-contracts on the 185 miles of the 
Pacific Coast extension west from Fort Assiniboine, 
Mont., state that the grading will be al! prairie work, 
and largely scraper and side work, except the last 20 
miles. On this section there is considerable rock. 
On the further extension of the line to the Pacific coast 
there is some heavy work and considerable rock cutting. 
Contractors accepting work on the line are assured of em- 
ployment on the work to the westward when it is com- 
menced, and that work Is expected to occupy three 
years. 


Hamilton & Kingston.—The contract for grading 
this road has been let to Watkins & Snider, of Cameron, 
Mo. They commenced work last weck and have 70 
teams employed on the grading. There is one trestle on 
the road about 300 ft. long and across Shoal Creek. 
The road is to extend from Hamilton to Kingston, Mo., 
about 844 miles. The principal contractor is Judson 
Kingsley, of Kingston, Mo. 'T. M. Long, of St. Joseph, 
Mo., is the Chief Engineer. His present address is 
Kingston, Mo. 


Hollend South Shore.—This company _ has been re- 
cently organized in Michigan to build what an officer 
styles a terminal road at Holland, Mich., about 114 miles 
long, which it is expected to complete this fall. Several 
extensions are proposed, but no work has yet been done 
on any part of the road. 


Lebanon, Mascoutah & Fayetteville.--A charter 
bas been granted in Illinois to this company which pro- 
poses to buila the road between Lebanon, Mascoutah 
and Fayetteville in Illinois, a distance of about 16 miles. 
The capital stock is $100,000. The principal office is at 
Mascoutah. 


Lehigh Valley.—The company has placed in opera- 
tion the new line froma point a few miles north of 
Union Springs, on the Geneva, Ithaca & Sayre, north- 
eastly to Auburn, N. Y.. about eight miles. The new 
branch is operated as part of the Auburn & Ithaca, and 

ives the latter a line about 46 miles long between 
Tnece and Auburn, N. Y. 


Litchfield, Carrollton & Western.—The company 
has accepted the agreement with the commissioners of 
the Sny Levee by which the company secures the use of 
the levee for a roadbed for an extension of its line from 
Columbiana, on the [llinois River, north to a point op- 
posite Hannibal, Mo., and probably also to Quincy. The 
company is to raise the levee, and widen and strengthen 
it. Work is to be commenced about Sept. 1, and the 
road is to be completed by Jan. 1, 1892. The railroad 
company is to receive in 20 years an amount equal to 
about two-thirds the minimum tax which the land- 
owners have been paying to maintain the levee. 


Louisville, New 
branch will probably be placed in operation in a few 
days. The tracks have been laid and all the work has 
been finished, with the exception of the Mississippi River 
inclines between Glendale and Helena, Ark. These are 
being built by D. E. Linehan, of Dubuque, Ia. It is not 
expected that they will be ready until about Sept. 1. 
The company is building a large brick freight house in 
Helena, where it has its terminal station, yards, etc. 


Middle Georgia & Ailantic.—The grading on the 27 
miles between Machen and Covington, Ga., has been 
completed from the latter point northwest through New- 
bern to a point a few miles east of the Alcovy River, and 
from the latter point to Covington. The tracklaying will 





| another rai 


begin at Machen this week, and it is expected that the | 


road will bein operation in November. Work will be 
commenced soon on the proposed branch from Newbern 
north to Social Circle, on the Georgia road, a distance of 
10 miles. 


Missouri Pacific.—It is stated that engineers of this 
company are making a survey from Malden, Mo., south 


| Mexico, to A 
| tion with the Atchison, Topeka & Santa Fe. 
Orleans & Texas.—The Helena | 


| stock is $3,620,000, of 


heavy cuts crossing divides and one very gs | piece of 
work which is necessary to avoid a tunnel, which was 
located cn the original survey. The maximum grade is 
1.25 ft. and the maximum curve is six degrees. 

The following is a list of the sub-contractors for grad- 
ing with the number of miles awarded to each _ firm: 
Jchn Patterson & Sons, Terre Haute, Ind., 12; James 
Foley,. Flushing, O., 11; Carey & Pollard, 3; O. J. 
Pruitt, Montgomery, Ala., 5; C. W. Boyer, St. Louis, 
Mo., 3; W. B. Hard, Unadilla, Neb., 7; Neal ‘& Daniels, 
West Point, Miss., 4; J. A. Carson, Selma, Ala., 6; J. H. 
Otey, Uniontown, Ala., 5; A. Stomking, St. Louis, 4; 
John Daniels, St. Louis, 4; J. G. Randolph & Co., Mont- 
gomery, 3; Baughan, Kirkwood, Mo., 2; K. L. 
ae, Centreviile, Ala., 2; W. W. Mims, 1; Gordon & 
Co., Prattville, Ala., 2; C. Studstill, Selma, 1. 


New Orleans & Northwest.—The tracklaying on the 
division from the Mississippi River, at Vidalia, La., was 
completed Aug. 14, the last rail being laid at a point 
called “Pine Oak Slough,” three miles north of Wines- 
boro and 55 miles northwest of Natchez, Miss. The line 
from Natchez to Rayville is 7444 miles long. The con- 
tracts are now being let for the construction of the road 
from Rayville north to Bastrop, La., to which points the 
locating surveys have been made. 


Norfolk & Western.—Contractors on the extension 
through West Virglnia have found it so expensive to 
get men and materials through the rough and unsettled 
country that several of them have abaudoned their con- 
tracts, and one at least has moved his tools and teams 
out secretly to escape his creditors. There are no wagon 
roads in most of the country traversed, and all the sup- 
p.ies have to be hauled through the forests. 


Northern Pacific.—The cross-sectioning of the Koo- 
tenai branch is progressing rapidly, and the engineers 
will soon have completed their task sufficiently to per- 
mit the graders to begin work. The road will run in 
almost a direct line north from Kootenai station, on 
Lake Pend d’Oreille, to Banner’s ferry, Idaho. The dis- 
tance is about 30 miles, and the road will be completed 
by November. 


Northern Pacific.—The company has made arrange- 
ments with the builders of the Seattle & Northern by 
which it is to pay for one-half the cost of constructing 
the line from Anacertes to Hamilton, Wash., and to as- 
sume the interest on one-half of all the bonds issued. 

The City Council of Aberdeen, S. D., has voted bonds 
to the amount of $50,000, to aid in the construction of a 
road from that city toa connection with the Northern 
Pacific at Oakes. Itis understood that the citizens of 
ee, S. D., will build an extension of this line to that 
place. 


North Yakima & Pacific.—A corps of engineers is 
now at work and will have this Northern Pacific branch 
line located to the headwaters of the Willapa within 60 
days. This renewed activity is said to be caused by the 
progress of the work on the Oregon & Washington Ter- 
ritory road in Southern Washington. The company will 
push the work with all possible speed and has already 
ordered rails and other track material. Increased ac- 
tivity on the new branch lines in Southern Washington 
is noticeable. All contractors are being hurried, work 
gangs are being increased and a general impetus is be- 
ing given construction work all along the line. 


Ohatchie Valley.—The company has filed articles of 
incorporation in Alabama. The proposed road is from 
Piedmont to Laney, both in Calhoun Count, Ala. 


along the Ohio 
W. Va., at a 
roposed to relo- 
resent line is built on trestles and 
has always been a dangerous part of the line, difficut to 
keep in repair. It is expected that the engineers will 
succeed in locating a line so that the road can be built 
on a solid bed. 


Panhandle, Corsicana & New Orleans.—This com- 
ow f has been chartered in Texas to build a road from 
‘ort Worth to Alexander, La.. through the couuties of 
Tarrant, Johnson, Ellis, Hill, Navarro, Freestone, Hen- 
derson, Anderson, Cherokee, Rusk, Nacogdoches, Ange- 
lina, Shelby, San Augustine and Sabine, a distance of 


Ohio River.—Engineers are eoevering 
River about 10 miles below Wheeling, 
point called the Narrows, where it is 
cate the line. The 





200 miles. ‘The capital stock is $1,000,000, 


Pecos Northern.—This road is to be an extension of 
the Pecos Valley line, now under construction between | 
Pecos, Tex., and Roswell, N. M. The new road is to ex- 
tend from a —— on the Pecos Valley road, in New 

buquerque in the same state to a connec- | 

The line 
will be about 200 mile long. The charter of the com- | 
pany was filed in Ney Mexico last week. The capital 
hich $200,000 has been paid in. | 

— incorporators aré directors of the Pecos Valley | 
road. 


| 
Perry County.—The preliminary survey for the ex- 

tension from New Bloomfield west through Elliottsburg | 
and Green Park to Loysville, a distance of nine and one- , 
half miles has, been completed. The work will be very | 
light. The contracts have not yet been let, { 
| 
Ohio Valley & Cincinnati.—There boing | 
‘oad company called “‘The Ohio Valley Rai | 
way Company,” the name of the road, now in part under | 
construction, from Bellaire to Marietta, along the Ohio | 
River on the Ohio side, has been changed foom the Ohio | 
Valley Railway Co. to the Pittsburgh, Ohio Valley & | 
Cincinnati Railroad Company. This road is under con- | 


wh apes 


| tract as far as Powhattan, 15 miles, which will be com- | 
| pleted by Jan. 1, 1891, and efforts are being made to 


through Mississippi County, Ark., and along Little | 


River, to a connection with the Kansas City, Fort Scott 
& Memphis. near Gilmore, in Crittendon County. 

Mobile, Jackson & Kansas City.—A subscription of 
$55,000 to the road was voted by the town of Jackson, 
Miss., on Aug. 13. 


Montgomery, Tuscaloosa & Montgomery.—The 


obtain local aid and rights of way with the view of ex- | 
tending the road to Marietta. 


Port Angeles Central.—The surveys are being made | 


'for this road from Port Angeles, Wash., near Port | 


| Townsend south to a 


| through the Olympic Mountains. 


contractors expect to begin tracklaying on this road in a | 


few days on the first 50 miles from Montgomery to 
Maplesville, Ala., on the East Tennessee, Virginia & 
Georgia. Dean Berry, B. Boehmer & Co. have the con 
tract for grading the entire line between Motngomery 
and Tuscaloosa, Ala., 108 miles. Most of the gradin 

has been sublet, but there are still some sections whic 

the contractors desire to let. There are two Jarge iron 
bridges on the line, the most important being over the 
Alabama River near Montgomery. This has adraw span 
350 ft. long, with two through spans 250 ft. long. The 


{the through line will comprise very heavy mountain 


int on the- Columbia River, and | 


to Gray’s Harbor and Puget Sound. The comeeny will | 
adopt the line which gives the most practicable route | 
The route which is) 
preferable, and which will probably be adopted, is up | 
the Elwha River to the Summit, and down the Skokom- | 
ish River to the Columbia River. The company has six | 
miles of terminals and yards definitely located, and will | 
commence active construction in about 30 days. The 

company will do all the construction work. As now | 
laid oul, this will be comparatively easy; the gradesare | 
light, and there is little bridging. The construction of | 
the wharfs is now going on. The future work on 


work. It is expected that the first six miles of the} 
road will be in operation in a few months. About three | 
miles of grading is at present completed. The principal | 


other bridge at Centreville has a 200-ft. span. The | business of the line for some time will be the transporta- 
grading is generally average work, but there are a few | tion of timber. 


|/number will soon be employed, 


Quebec Central.—The preliminary survey has been 
commenced forthe extension from Tring Station, Que., 
a to Lake Megantic, which was referred to last 
week, 

Randolph & Northwestern Nebraska.—The com- 
pany has filed a charter in Nebraska. It is to construct 
aroad from Randolph, Neb., ina northwesterly direction, 
to Fort Randall, S. D. The capital stock is $1,000,000, 
and the principal office will be at Wayne, Neb. 


Rio Grande Western.—The contract for grading the 
second section of 33 miles of the Sevier Valley branch 
from Fairview to Manti, Utah, was awarded Aug. 11 to 
Crandall & Deal, of Springville, Utah. The contract 
for 50,000 ties has heen let to Dougall & Royland, of 
Springville. The company is now purchasing right of 
way at Eureka, Utah, for the proposed Eureka branch. 


River.—This is the name of a road which it is pro- 
posed to build along the north shore of the Ohio River 
in Indiana from Jeffersonville to New Albany, which are 
od armen connected by the Jeffersonville, Madison & 
Indianapolis. The company has been chartered in Indi- 
ana with a capital stock of $150,000, and this sum it is 
stated will be necessary to build one bridge on the line, 
The directors are Col. E. A. Maginness, John and Evan 
Stotsenberg, Nathan Baker and Benjamin L. White. 


Roanoke & Southern.—An organization called the 
Roanoke & Southern Guarantee Co. has been formed by 
citizens of Roanoke, Va., the object being to securé 
right of way for the extension of this road from Martins- 
ville north to Roanoke. The company has a capital 
stock of $50,000 and the subscriptions have nearly 
reached this amount. 


Rochester, Kensselaer & St, Louis.—The company 
claims that it will begin construction work within 60 
days. The road is toextend from Rochester, through 
Winamac and Rensselaer, Ind., to Gilman, in., on the 
Illinois Central, a distance of 106 miles. All the surveys 
have been completed. Four bridges will be necessary, 
each being about 250 ft. long. An extension is pro- 
jected from Rochester in a northeasterly direction 
through Warsaw and Albion to Kindallville, Ind., a dis- 
tance of about 67 miles. C. E. Benjamin has the con- 
tract for both lines. The headquarters of the company 
are at Winamac. : 


Rockaway Valley.—The locating survey is being 
made for the extension from Peapack, the present ter- 
minus, northeast to Mendhem, in Morris County, N. J., 
a distance of six miles. The company has been voted a 
sufficient amount by the towns along the route to com- 

lete the road. A further extension to Morristown, N 
J.,a distance of seven miles, is proposed. Work will 
begin in a fe days on the line from Mendhem, and it 
is to be finished in October. 


St. Joseph & Southern.—It is stated that the Chi- 
cago, Milwaukee & St. Paul and the Wabash, have 
agreed to build this road between St. Joseph and Ex- 
celsior Springs, Mo., and to operate it jointly. 


San De Fuca & Northwestern.—The route proposed 
for this new Washington railroad is through Oak Har- 
bor, San de Fuca, La Conner, Mt. Vernon and Sedro, 
Wash., up the north bank of the Skagit River, and con- 
necting with the Fairhaven & Southern at Sedro and 
the Seattle, Lake Shore & Eastern. Applications 
for subsidies have been made to several of the towns on 
the route. The route is 40 miles long. 


Seattle, Lake Shore & Eastern.—On the northern 
branch the track has been completed to the Pillebuck 
River, four miles north of the Stillaguamish. At this 

oint a trestle is to be built a quarter of a mile in 
ength. It will require nearly a month to complete it. 
From Sedro north the rails have been laid a distance of 
nearly four miles, and thus far this month 1,000 tons of 
rails have been shipped to Sedro for the line north. 
During the coming month 1,000 tons more will be sent 
to that point. A locomotive has been shipped to Sedro 
for use in the construction work north. A large force 
is at work on the bridge across the Fraser River, and 
the contractors promise that it shall be completed in 
time for the passage of the first trains going over the 
road from Seattle to the boundary. 


Seattle Terminal.—Rails are being laid on this new 
line from Seattle to West Sesttic, Wash., and will be 
completed within a week. 

The short road being built by G, H. Elsbury from Cen- 


| tralia, Wash., to reach coal mines in that vicinity owned 


by him is now completed and ready for tracklaying. 


Sherman, Denison & Gulf.—J. P. Hughes, of Fort 
Worth, Tex., who has the contract for building this line, 
has now about 200 men and teams at work, and a larger 
The grading will be 
heavy at many places, but it is expected that tracklaying 
will begin early in September. 


South Bound.—Sub-contracts have been let to L, P. 
Harper & Co., George Strobhart, Curry & Co., W. J. 
Winn and G. A. Wilkins, for graduation; to T. J. Brown 
and Von Eberstein & Co., for trestling; to E. R. Bruton 
& Co. and A. D. Curry for cross ties, and to J. S. Oliver 
& Co. for tracklaying. The tracklaying will probably 
start about Sept. 15. Tine maximum curve is six degrees 
and maximum gradient one per cent. The work is gen- 
erally light from Savannah to Barnwell, S. C., but will 
be fairly heavy from there to Columbia. There will be 
twoiron bridges, one 500 ft. long, with a 250 ft. draw 
span over the Savannah River and one (not located) over 
the Congaree River, about three miles of continuous pile 
trestle through the Savannah River swamp. The road 
will be built and equipped by the Savannah Construc- 
tion Co., which has a capital of $750,000. Rail fasten- 
ings, switches, etc., and some of the equipment have 
been already purchased. 

The road will cross the Savannah River from Georgia 
into South Carolina, about 35 miles north of Savannah 
near Sister's Ferry. The route has not been located 
beyond this point, but it will probably be through Allen- 
dale, Barnwell and Blackville, to Columbia, S. C., ab- 
sorbing as a part of its through line the Barnwell road 
from Barnwell to Blackville, 8. C. 


Southern Pacific.—A survey is being made from 
Martinez south to Concord, connecting at that point 
with asurvey made from Avon through the San Ramon 
Valley in Contra Costa County, Cal., toa connection at 
Livermore with the Southern Pacific. 


South Lake & Germantown.—This company has 


' been incorporated in Georgia by residents of Savannah, 
| Ga., to build the road, describe 
Savannah to the Vernon River. 


some week ago, from 


The capital stock is 
75,000. 


Stockton.—The company has been incorporated in 


California to construct a road from tidewater at San 
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Francisco through Alameda, Contra Costa and San Joa- , 
quin Counties to Stockton. The length of the proposed | 
The directors are: Louis A. Garnett, | 


road is 75 miles. 
Jesse Walton, John Heweston, Jr., Robert Simson, Rich- | 
ard W. Reading 
The capital stock is $2,250,000, of which $75,000 has been | 
subscribed. 


Ticonderoga.—P. W. Clement, of Rutland, Vt., is 
building a road for this company from the village of 
Ticonderoga, N. Y., toa connection with the Delaware | 
& Hudson Canal Co. The length of the line will he! 
between two and three miles, and it is expected that it | 
will cost $60,000 to build. C. H. De Lano, of Ticonderoga, | 
is President. 


Tyler, Alexandria & Northwestern.—The projectors | 
of this road have asked the counties through which it is 
proposed to build the line to vote the company a sub- | 
sidy of $1,000 per mile of road built within the country | 
limits, 10 per cent. payable at once for the expenses of a 
preliminary survey. The survey will begin at Gaines- 
ville, Cooke County, and will pass through the towns of 
Denton, Collin, Ro:kwall, Kaufman, Van Zandt, Smith, 
Rusk, Shelby, San Augustine and Sabine. 


Union Pacific.—The tracklaying for the standard- 
gauge track of the Utah & Northern is progressing rap- 
idly ard is being laid from both terminal points. About 
half a mile a day is being finished from Ogden and 114 
miles south from MeCammon, Idaho. This latter 
work is on the new part of the line. Between Ogden 
and Collinston, 41 miles, the rails are being laid along- 
side of the narrow-gauge track. From Collinston north 
to McCammon an entirely new roadbed has been built, 
in a nearly direct line. e road will be shortened fully 
20 miles and the grades reduced from 116 to 35 ft. The 
contractors have 500 men at work on the grading, and 
the company has a similar number engaged on building 
the bridges and laying the track. The present line now 
extends from Collinston easterly to Logan, and thence 
north to Hyde Park, Smithfield, Richmond and Preston, 
and thence to McCammon. It it proposed to build a 
standard-gauge branch from the main line to Preston, 
about 40 miles, and this me! be continued in the future 
from the latter point over the old roadbed to a connec- 
tion with the new main line. 


Winona & Southwestern.—E. C. Long & Co., of St. 
Paul, have been awarded a contract for the bridges on 
the extension of this road from Stewartville. Dennis 
Galligan, who has the contract for the first 30 miles, 
frora Utica to Stewartville, Minn., has the grading com- 
= on 20 miles from the former place. The bridges 

ave also been erected on this section, and tracklaying 
will be begun in a few days by J. N. McInerny, of Min- 
neapolis, who has the contract for this work on 68 miles 
of the road, from Utica to the connection with the Chi- 
cago, St. Paul & Kansas City, in Iowa. 


Wisconsin Bee Line & West Superior.—The articles 
of —— ration of thiscompany were filed in Wisconsin 
last week, The road istoextend from Milwaukee to the 
city of West Superior, on Lake Superior. The entire 
length of the road will be about 360 miles. The capital 
stock is $3,000,000. 
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Baltimore & Ohio.—The statement of earnings and 
——— for July, 1890, approximated, compared with 
July, 1889, shows: Earnings: 1889, $1,934,670; 1890, $2,- 
039,725; increase, $105,055. Expenses: 1889, $1,302,444; 
1890, $1,458,368; increase, $155,924. Net earnivgs: 1889, 
$632,226; 1890, $581,357; decrease. $50,869. Earnings and 
expenses for the 10 months of the fiscal year 1890, com- 
— with the same months of the fiscal year 1889, are: 

Jarnings: 1889, $17,118,041; 1890, $19,805,428; increase, 
$2,687,337. Expenses: 1889, $12,355,718; 1890, $14,031,243; 
increase, $1,675,525. Net earnings: 1889, $4,762,323: 1890, 
$5,774,185; increase, $1,011,862. 


Central of New Jersey.—The company has filed in 
New Jersey a discharge of its first mortgage for $5,000,- 
000, given Dec. 15, 1868, to Moses Taylor and John C. 
Green, of New York, the bonds secured by the mortgage 
being payable this year. 


Chicago & Atlartic.—The sale of this road, which 
occurred last week at Indianapolis, has been confirmed 
by the courts in Indiana, Llinois and Ohio, and a new 
company has been organized, called the Chicago & Erie, 
to operate the line. 


Chicago, Rock Island & Pacific.— Justice Miller. of 
the Supreme Court, last week decided the application 
for an injunction on the part of the Chicago, Rock Island 
& Pacitic, to prevent the Denver & Rio Grande from in- 
terfering with the former's use of the Denver terminals 
of the latter road, in favor of the Rock Island. A tem- 
porary injuncticn was granted. The case will now go 
to regular trial. It grew out of a disagreement over the 
provisions of the contract between the two roads 
for the use of the Denver & Rio Grande from Colorado 
Springs to Denver. The Rock Island formerly sent all 
their traffic to Denver through Colorado Springs over 
this line. By a contract with the Union Pacific all Den- 
ver traffic is sont from Lemoir, Colo., over the Kansas 
Pacific, the Rock [sland using the Denver & Rio Grande 
trains for this traffic the same as that shipped on the 
latter’s line from Colorado Springs. The Denver & Rio 
Grande gave notice that this must be discontinued, To 
prevent this interference the application for an injunc- 
tion was made, and as the court holds that the contract 
is not a traffic agreement, but gives joint possession of 
the line to the roads, the Rock Island may use it as it 
desires. 


Denver & Rio Grande.—The following statement 
shows the earnings for June and the seven months to 
July 30: 


Month of June. 1890. 1889. Inc. cr dec. 
GiTOSS CAIN. ......- 2s cc0ee $756,608 $696,205 I $60,403 
NOt CORR. ...n<s.0c00, cevsere 324,390 335,461 D. 11,017 

Jan. 1 to July 30. 

G sens earn.... . bnaadeenien $3,899,852 $3,574,320 T. $316,532 
OOS REE 0s) nccestece se 1,530,710 1,303,335 I. 227,375 
P. c. of oper. Cxp......... 60.66 63.54 2.88 


The increase of expenses for the month of June of this 
year, as compared with 1889, is due to heavy repairs to 
round-houses and shops in connection with the stand- 
ard-gauging improvements, to an increase of 23 per 
cent. in engine mileage, to car repairs, to delay of traffic | 
owing to a washout on June 1, and to general expenses 
contingent upon the close of the year, as the fiscal year 
of the company now ends June 30 instead of Dec. 31, as 
heretofore. 


Green Bay, Winona & St. Pau!l.—In the United 
States Court at Milwaukee, Wis., the Judge issued an 
order confirming the Farmers’ Loan & Trust Co., of 
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New York, in possession of this road as receivers. The 


trust company was the trustee-named in the trust deed 
executed on Sept. 1, 1881, to secure bonds to the amount 
of $1,600,000. A bill in equity was filed by the trust 


Frederick Homer and J. P. Hopkins. ! company setting forth that the interest had been unpaid 


since August 1888, 


Kansas City, Memphis and Birmingham.—The 
company has executed a mortgage on all its property in 
favor of the Memphis Equipment Co. to secure the pay- 
ment of $1,000,000 of bonds bearing six per cent. interest, 
to be issued to provide for new rolling stock. Of this 
amount only $250,000 will be issued at present. 


Louisville, New Orleans & Texas.—The company 
has filed in Mississippi for record three mortgages as 
follows: To the Metropolitan Trust Co. of New York 
for $20,550,000, to secure that amount of first mortgage 
bonds; to the Union Trust Co. of New York for $16,909, - 
000, also to secure first mortgage bonds, and to the same 
company for $7,894,000, to secure second mortgage bonds. 
These mortgages include the whole line of road from 
Memphis to New Orleans, and all branches. 


Penobscot Shore Line.—This company has been 
organized in Maine by the purchasers of the Knox & 


Lincoln and that road will hereafter be operated as the | 


Penobscot Shore Line. It was expected that the transfer 
of the road co the new company would be formally made 
this week. 


Pittsburgh, Cincinnati, Chicago & St. Louis.— 
At the special meeting in Indianapolis, Aug. 12, the 
stockholders of the Chicago, St. Louis & Pittsburgh, 
Pittsburgh, Cincinnati & St. Louis and Jeffersonville, 
Madison & Indianapolis voted in favor of the consolida- 
tion of the road under the above name, under the terms 
already published. The vote in favor of the consolida- 
tion was 186,000 shares and against it, 687 shares. 


Union Pacific.— [he earnings and expenses of the en- 
tire system for June and the first half of the year were 
as follows: 











Month of June. 1890. 1889, Increase. 
Mileage.......... Peacaaeces 8,(28 7,8 18 
NR 5 3 O55 ccies ohacue $3,910,078 $3,416,699 $493.379 
ME IING i ia '0ic:0-0 vid i000 ee 2,377,974 1,925,280 452,694 

PORUR, o onus sernkexaaak $1,532,104 $1,491,419 $40,685 

Jan. 1 to June 30. 

a $20,715,935 $17,420,908 $3,295,027 
MM IIND. sa. 5 a dias clive dcacas 14,664,500 11,591,522 5,072,978 
ORM <2 5c sdanwee xe $6,051,435 $5,829,386 $222,019 


The statement of three of the lines of the system for 
the same periods was: 


OREGON SHORT LINE & UTAH NORTHERN. 




















_ June. 1890. 1889. Ine. or dec. 
EOE Er ee 1,399 1,396 z. 3 
ee ee $671,512 $563,500 I. $108,012 
a ae 402,616 290,800 I, 111,816 

OO OOM eo oseshcm ceavanve $268,896 $272,700 D. $3,804 

Jan. 1 to June 30. 

MIEN. cs veaccaanne bane $3,523,560 $2,858,737 I, $654,823 

GOP. GEPOM. 2. .ccicccccecss 2,393,578 1,654,286 I. 739,292 

Net earn ... .............$1,129,982 $1,204,451 D. $74,469 
OREGON RAILWAY & NAVIGATION. 

June. - 189). 1889. Ine. or dec. 
SEC TG ROE AE CET 1,029 875 ; 54 
Gross earnings... ......... $438,734 $404,823 I, $33,910 
Operating expenses........ 219,933 230,531 D. = 10,598 

Net earnings.... ........ $218,801 $174,292 I. $44,509 

Since Jan. 1. 

Gross earnings............. $1,866,365 $1,967,108 D. $100,743 

Operating expenses........ 1,795,175 1,367,610 I. 427,535 

Not carnings ............. $71,190 $599,468 D. $528,278 
UNION PACIFIC, DENVER & GULF. 

June. 1890. 1889. Inc or dec. 
PONE v. _wianslcapaneexwake 1,385 1,385 E 1 
SERGE ORED 06.6 ccic ca since $523,543 $385,589 I. 137,954 
Oper. Expen...... .. 356,494 288,706 I 67,783 
OMAN 5 ics vacates chains $167.049 $96,883 I. $70,166 

Since Jan. 1. 

Gross Carn... ........05: . $2,638,646 $2,600.626 I. $638,020 

CPE. OEPOR, .0c00cccrescee 1,869, 275 1,637,752 I, 231,523 

WOU NIIN. 6.55 Fisdnancpe esac $769,371 $362,874 I. $406,497 
TRAFFIC. 


Chicago Traffic Matters. 


CuicaGco, Aug. 20, 1890, 

The most important meeting of the week was that of 
the Western lines, at which was considered the recent 
order of the Interstate Commerce Commission ordering 
a reduction in grain and flour rates, the order of the 
Kansas Railroad Commissioners ordering reductions in 
the state tariffs and the Iowa Commission’s order in re- 
rard to joint rates. The lines were fully represented 
»0th by their legal and traffic departments, and the 
orders were freely discussed. A large majority of the 
lines were in favor of disregarding the order of the 
Interstate Commission, but two of the roads an- 
nounced that they were not then in accord’ with 


this plan, and expected to put the Commis- 
sion’s rates in force on Sept 1. As such action 
would necessarily affect the other lines, _ the 


meeting adjourned until to-morrow without_ taking 
definite action. Action under the Kansas and Iowa or- 
ders was also postponed until the regular September 
meeting of the Western Freight Association, it being 
unders.ood that each line was at liberty in the mean- 
while to take such action as it saw fit, advising the 
Chairman under association rules. If it is finally decid- 
ed to conform to the orders, it will necessitate a read- 
justment of tariffs which have just been lined up in ac- 
cordance with the new scale of rates which take effect 
next Monday. 

The Central Traffic Association has adopted the fol- 
lowing resolution in regard to the uniform bill of lad- 
ing: 

Reso'ved, That the words “not negotiable” be stricken 
from the uniform bill of lading, issued eastwardly, tak- 
ing effect immediately, but that each and all the other 
clauses and conditions thereof continue in use and un- 
altered until changed by the permanent committee on 
bills of lading and the joint committee under their 
respective rules. 


to protect their interests in the matter. The matter 
was still further discussed at the regular meeting of the 
Chicago Committee on Monday, and the action of the 
association confirmed. 

The Central Traffic lines have again gone cver the 
dressed beef question, but with no better result than be- 
fore. The Grand Trunk still maintains that the rates 


The shippers are still dissatisfied with | 
the bill, and are agitating the formation of a federation | 
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should be 48 cents with a differential of three cents in 
|its favor. This the Lake Shore continues to oppose. 
In consequence of a failure to advance the dressed beef 
| rates, the live stock rate was not discussed. Rates on 
pig iron and articles of iron manufacture were ordered 
| from fifth and sixth classes to fourth and fifth classes, 
| taking effect Sept. 1. Chairman Blanchard was in- 
| structed to request the Interstate Commerce Commis- 
| sion to reopen the Proctor & Gamble soap case for a re- 
hearing. 

The Western Passenger “Association bas decided to 
make the return portions of the G. A. R. Boston excur- 
sion tickets good until Sept. 30. It was at first agreed 
that this might be done by special request on the agent 
of the line in Boston in special cases, but owing toa con- 
fusion in dates on the Eastern lines the permit has been 
made general. 

The Central Traffic Association has given notice that 
in conse yuence of the very low rates now ‘prevailing on 
traffic to and from points in Texas and Louisana, and 
taking effect immediately, all arrangements for making 
through rates and divisions to and from those points are 
suspended, and until further notice local rates will be 
charged between junctions with Southern lines and all 
Central Traffic points. 


Traffic Notes. 


_The average detention of cars in the Western New 
York (Buffalo) Car Service Association in June was 2.28 
days, and in July 2.11 days. 
The Baltimore Corn and Flour Exchange has entered 
an urgent ae against the collection of demurrage 
by the new Baltimore Car Service Association. 
The “Big Four,” which a few months ago introduced 
one-cent-a-mile tickets for employés’ families, has 
abolished them, and passes are to be given as formerly. 
The “ Big Four” has issued regulations for the free 
transportation of local passengers’ baggage, similar to 
those of the Pennsylvania, printed in the Railroad 
| Gazette of Aug. 15. 

The Attorney General of Iowa has given an opinion 
that a re-enactment of the State law relative to the In- 
ter-State shipments of liquors is unnecessary, the recent 


act of Congress having the effect -of making such liquors . 


subject to the existing law. 


A through passenger rate of $19 first class and $17 
second class has been made from Chicago to Boston over 
the Wabasb and the Rome, Watertown & Ogdensburg 
roads. The announcement does not specify the Canadian 
and New England connections. 


A Tacoma paper says that a carload of ironwork *from 
the East for the water works in that city was “missing” 
for three months, and that the workmen waiting to use 
this material waited a month for the car, finally discov- 
ing it by making a tour through Oregon. The car was 
found at Huntington Aug. 2. 


The “original package industry” has received a severe 
blow in Pennsylvania, says a Pittsburgh despatch. The 
Pennsylvania Company has refused to carry certain ori- 
ginal packages shipped from the state of Ohio into 

| Pennsylvania. The liquor was shipped in single quart 
bottles, packed in small boxes, into which each bottle 

| fits snugly. In one week Leechburg and Blairsville re- 
ceived 600 little boxes, or 600 quarts, of low-grade whis- 
ky. It was shippedfrom Canton, O. The ground taken 
by the company is that it will not connive at any infrac- 
tion of the law, and it was believed that in carrying 
such business aid was given to illegal traffic. 


An Arrest for Influencing Traffic by Passes, 


Mr. D. B. Martin, General Passenger Agent of the 
Cleveland, Cincinnati, Chicago & St. Louis, was arrested 
at Cincinnati, Aug. 15, by a special agent of United 
States Commissioner Wiiliams, of Cleveland, on a charge 
made by the Interstate Commerce Commission, that for 
the purpose of influencing a party of teachers to go to 
the National Educational Convention at San Frarcisco 
in July, 1888, Mr. Martin gave free transportation to L. 
W. Day, superintendent of the Cleveland schools, and to 
Mr. and Mrs. N. C. Stewart, also of Cleveland. Mr. Mar- 
tin waived examination and was bound over in $1,000 to 
appear before the United States Court, which convenes 
in Cleveland in October next. The complaint was filed 
by William Kretchner, special agent of the Interstate 
Commission. David M. Hearst, said to be a discharged 
employé of the road, gives the information. 


Party Rates, 
In the report of a meeting of the Trunk Line Associa- 
tion in New Yerkon Tuesday it is stated that party rates 
at 2 cents a mile for parties of 10 had been adonted, and 
that this action overruled that of the Pennsylvania in 
| announcing such rates for parties of 7. 
Texas Rates. 
The representatives of Texas lines have unanimously 
agreed to raise all rates to common points in Texas from 
the seaboard, St. Louis, New Orleans and Galveston to 
the rates in effect July 1. The advanced rates go into 
effect Sept. 1, and are an increase of about 15 per 
cent, 
East-bound Shipments. 

The shipments of east-bound freight from Chicago by 
all the Rees for the week ending Saturday, Aug. 16, 
amounted to 56,438 tons, against 58,945 tons during the 
preceding week, a decrease of 2,507 tons, and against 
47,400 tons during the corresponding week of 1889, an in- 
crease of 9,038 tons. The proportions carried by each 
road were : 


lW’k to Aug. 16.|W’k to Aug. 9. 


















| al 
SS Wa aan oa 
Michigan Central............... | 6,466 | 11.4 | 7,658 13.0 
Wabash 4,337 | 7.7 3.642 | 6.2 
Lake Shore & Michigan South.) 8,682 | 15.4 10,720 18.2 
Pitts., Ft. Wayne & Chicago...| 5,782 | 10.2 8,111 13.7 
Chicago, St. Louis & Pitts......| 7,083 | 12.6 6,751 11.5 
Baltimore & Ohio........... ..| 3,444 6.1 3,660 | 6.2 
Chicago & Grand Trunk 7.820 13.9 6,845 11.6 
New York, Chic. & St. Louis...| 6.789 12.0 5,958 | 10.1 
| Chicago & Atlantic........ .++-+| 6,030 | 10.7 | 5,600 9.5 
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Of the above shipments 1,743 tons were flour, 23,429 
tons grain, 1,243 tons millstuffs, 5,972 tons cured meats, 
6,352 tons lard, 7,863 tons dressed beef, 1,486 tons butter, 
2,187 tons hides, 808 tons wool, and 6,352 tons lumber. 
Thethree Vanderbilt lines carried 38.8 per cent., while 
the two Pennsylvania lines carried but 22.8 per cent. 


